c... Trends Interpreted 
to Bankers 


ATATISTICS of earnings of electric railways for 
J1924 compiled by the Commercial & Financial 
Chronicle confirm similar figures made public previously 
by the American Electric Railway Association. In some 
respects these later figures are a little more optimistic 
than were those of the association, but that is account- 
able because the line of demarcation between railway 
‘companies as such and combined railway and light prop- 
‘erties was more sharply drawn in the association’s 
compilation than it was in that of the Chronicle. 
| ‘The association figures have been the subject of com- 
‘ment in these columns. It is possible to subscribe to 
practically all the things that the Chronicle says in the 
interpretative article that accompanied its own com- 
pilation. In one respect, however, the latter com- 
‘mentator appears to be in error. He is of the opinion 
that in future the electric railways must look toward 
improvements in traffic, if any similar improvement is 
to be expected in net earnings. He says that with the 
war ended new efficiency devices were installed, one- 
Man cars were put in operation and unprofitable lines 
‘were lopped off, that 1921 witnessed a tremendous 
‘reduction in expenses, leaving little room for further 
economies. 
_ Improvement in gross receipts is the big thing, of 
course. But the electric railways have by no means 
austed all of the possibilities of economies in oper- 
tion. ‘True, they have done great work in reducing 
xxpenses other than those involving the wages of train- 
men, but there are still many properties that ‘have by 
0 means exhausted the facilities that are at hand for 
ucing operating costs. While it would seem unlikely 
{ many more major improvements in equipment are 
be expected, the art is far from being perfected so 
as refinements in mechanical equipment are con- 
ne After all, the business is made up of a mul- 
ity of operations that in themselves appear in- 
quential, but that bulk large in operating expenses. 
t i is particularly interesting to note that the Chronicle 
into full account the possibilities of the bus in 
0-ordinated service. After quoting from ELECTRIC 
WAY JOURNAL as to the extent of bus operation 
ie electric railways, the Chronicle writer says that 
Manner in which the electric railways are tackling 
new phase of public transportation is evidence of 
3 progress which characterizes the management of 
lines. That paper says the future undoubtedly 
_ see revenues from the operation of the buses 
juming greater and greater proportions until in time 
form a substantial part of the gross revenue. In 
connection mention is made of the fact that the 
¢ Service Corporation of New Jersey and its two 
ic railway subsidiaries, the Public Service Rail- 
y and the Public Service Railroad, reported gross 
2,778,445, while the Public Service Transportation 


Electric Railway Journal 


Consolidation of Street Railway Journal and Electric Railway Review 
~Published by McGraw-Hill Company, Inc. 
8 Morris Buck, Managing Editor 


New York, Saturday, August 1, 1925 


Number 5 


Company, the bus operating subsidiary, showed gross 
of $4,133,120. 

On the whole, the yearly articles in the Chronicle 
on the electric railways are very interesting, coming 
as they do from a well-informed source entirely outside 
the industry. They are particularly significant in view 
of the clientele reached by that paper. The present 
article cannot but react favorably to the industry among 
a large body of influential men that it would be difficult, 
if not impossible, to reach through any other channel. 


Mr. Storrs Is Telling the 
Industry’s Story 


ANAGING DIRECTOR STORRS of the American 

Electric Railway Association is now on the first 
of several trips which he proposes to make in order to 
acquaint himself with conditions in the field. His 
itinerary has been wisely chosen. Not in every-one of 
the cities he is to visit is the situation affecting the 
railway acute, but there are particularly interesting 
situations in Oklahoma City, Denver, Portland, Tacoma, 
Seattle and Minneapolis. In all of the cities the scenes 
are constantly shifting, but that does not detract from 
the value of having first-hand knowledge of the prob- 
lems in these cities, some of which are not peculiar to 
them alone. This Mr. Storrs will obtain. His stay in 
each city must perforce be short, but it will be personal 
contact that he will achieve—always highly desirable. 

In one respect especially is Mr. Storrs’ move a wise 
one. Reference is made to his proposed contacts with 
the leaders of the Associated Advertising Clubs and 
men in charge of the public utility information bureaus, 
The men in these bureaus are all doing good work. To 
their tasks they have brought a detached point of view, 
tempered with reason. The contacts he will make with 
the public utility information bureau men will be helpful 
to him and to them. 

It is not new of Mr. Storrs to seek help and advice 
of this kind. His appreciation of the value of work such 
as these bureaus are doing was shown in the recent 
speech in which he asked: “Does anyone seriously con- 
tend that if executives had begun twenty or even ten 
years ago to enlighten the riding public regarding 
the facts on local transportation the demagogues would 
be riding as high as they are today in many com- 
munities?” His own answer was that he thought not. 
His attitude is, first place your house in order and. 
then meet with facts the demagogues’ every false state- 
ment. If results are slow to follow that probably 
emphasizes the stubbornness of the case. It does not 
detract from the value of his advice. The results of 
his own observations and his reactions to the things 
he hears, Mr. Storrs will of course pass on for the 
benefit of the entire industry. An immediate result is 
reflected in the favorable newspaper comment on the 
statements which Mr. Storrs is now making in the 
various cities on behalf of the industry. 
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It Is Alla 
Matter of Outlook 


PTIMISM breathes from every line of a statement 

made recently to the stockholders of his company 
by F. W. Montgomery, president of the Madison Rail- 
ways, Madison, Wis. It is not optimism just for its 
own sake. Back of it all there is a story of construc- 
tive endeavor which is bearing fruit. Things have 
been accomplished on this little road of 19 miles in a 
city of 34,000 inhabitants. A statement in the issue of 
July 18 makes that plain. 

Situated similarly to Mr. Montgomery, others have 
given up the ghost, turned over and played dead. In 
contrast he has been up and doing. Not only is he sold 
on the railway outlook, but he has sold his employees to 
the extent of making each of them a stockholder. 
In his statement to his fellow partners in the enter- 
prise Mr. Montgomery has said that higher fares, the 
larger use of light-weight, one-man cars, better shop 
co-ordination and the employment of buses in auxiliary 
service are putting the industry on a more substantial 
footing and in a position to meet successfully any form 
of urban competition in transportation. Mr. Mont- 
gomery knows. The figures he spreads before the 
public tell the story.. This little statement is mighty 


significant; it is significant so far as this company goes, 


but it is much more significant in that it affords addi- 
tional evidence of the fact that the people are wrong 
who appear convinced that so far as properties similar 
to that at Madison are concerned the time had arrived 
to play the funeral march and put up the familiar 
headstone with its significant Requiescat in pace. It 
is all a matter of outlook. 


Determination of Profits 
a Matter of Averages 


TABILIZED and efficient public service is almost 

impossible unless operations are on a comprehensive 
scale. This condition is greatly aided by diversification 
of the forms of service given, but usually it is impos- 
sible to regulate income from each department so that 
the operating ratio in each is the same. It often happens 
that some operating branches of a large utility yield 
little or no profit. In some instances a profit is not 
expected. 

In purely railway operation a case in point is a light 
traffic line which is a necessary part of the general 
system. Another case is service at very slack hours, 
and even some of the extra service put on in peak 
hours which does not pay for itself. A loss in cases of 
this kind may often be justified on the basis that the 
company is responsible for giving good, service to the 
* community. 

As the diversity of service given by the utility becomes 
greater, there is still wider opportunity for a railway to 
apply the principle that lower margins of profit are 
warranted on some lines than on others, provided the 
poorly paying lines are important feeders to the others 
and that the system as a whole is profitable. 

Such an example is shown in the Southern Pacific 
Company trans-bay and trolley service in Oakland, Cal., 
and vicinity. Accommodation is excellent, schedules 
are maintained with negligible irregularity, and com- 
muting rates are low—averaging about 8 cents per com- 
bined trip of 3.5 miles by ferry and from 4.2 to 6.5 
miles by electric train. In addition, the same company 
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operates automobile ferry service, across the bay—this | | 
is primarily a “luxury” service—with rates proportion- | 
ately higher than those in force for the combined pas- | 
senger ferry and electric train service. The average | 
profit for the entire trans-bay and electric train service | 
is extremely moderate, and for the communities to 
insist on a lowering of rates for automobiles must mean | 
a raising of rates to be paid by commuters using the i" 
combined electric train and passenger ferry service. 
The principle that profits from one department or | 
branch may be used to make up for deficits in another is | 
one which necessarily must be applied with great dis- 
cretion. There should be excellent reasons for such a | 
course, one being that the poorly-paying line of the | 
service is a direct feeder to the rest of the system and | 
another that the community served by each is largely | 
the same. Departures from the policy that each divi- } 
sion of a company’s activity should show a profit over | 
all expenses should be permitted only after a very care- | 
ful consideration of all circumstances. Nevertheless, | 
such departures are occasionally warranted, and almost | | 
every electric railway system has examples of this | 
practice. 


Staten Island Electrification 
Improves Metropolitan Transit 


LECTRIFICATION of the South Shore and Perth | 

Amboy divisions of the Staten Island Rapid Transit 
Railway, described in recent articles in this paper, | 
marks another step toward the solution of the trans- i 
portation problem of the metropolitan area around New | 
York City. Despite the relatively high efficiency of the | | 
small steam locomotives which formerly hauled the |) 
passenger trains on these divisions, the substitution of } 
multiple-unit electric trains is a marked improvement. 
Operating costs will be lower, speed has been increased, 
noise and dirt have beeen much reduced. 

Migration to Staten Island of people seeking sub- 
urban homes will probably be hastened by the electrifi- 
cation. While it is not difficult to sympathize with the |) 
point of. view of those who deplore the change because | 
it will transform the present more or less rural com- 
munities into urban or at least suburban communities, | 
progress cannot be halted because it is distasteful to a 
minority. Perhaps electrification of steam railroads 
in the metropolitan area, which in this case promises 
to discommode the suburban dwellers, may in the end | 
be the solution to their problem. While it may force | 
them away from the districts immediately adjacent to | 
the city, it will, on the other hand, permit them to live |) 
at a greater distance in districts that will not be closely | 
built up for many years to come, and yet commute | 
with speed and comfort. | 

Staten Island is now a sparsely settled and poorly | 
developed district near to the heart of the largest city 
in this country. This situation cannot long continue. | 
especially if the much talked of tunnel under the Nar- | 
rows is built, for the completion of that improvement | 
will make the Borough Hall of Richmond closer to | 
Manhattan in point of time than are many parts of | 
Brooklyn at present. The steady growth of New York | 
requires that all the territory within the borders of the | 
greater city be utilized to the best advantage. Elec- | 
trification of the Staten Island Rapid Transit system | 
will help to accomplish this end and at the same time } 
undoubtedly will prove profitable to the railway. 
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Improved Ventilating Features 
in Los Angeles Automatic Substations 


In the New Division No. 1 Station Cooling Air Is Dry Cleaned and 
Forced Into the Machine Room by a Blower, Being Exhausted by a 


Second Blower — 


uilding Was Made Virtually Soundproof with 


Few Precautions—Operating Data of Automatic Substations Given 


By L. J. Turley 


Electrical Engineer Los Angeles Railway 
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The Open Arrangement Behind the Switchboard Gives Ample Room for Inspection and Repair Work on the Auxiliary Equipment 


HEN the Los Angeles Railway placed into 

service its sixth full automatic substation 

recently it made a total of 7,500 kw. capacity 
operated automatically on the system. To meet the 
increasing load requirements with the usual marginal 
allowance, the tentative program of the company calls 
for four more stations of similar type. In each of 
these it is proposed to have two shunt-type 1,500-kw. 
synchronous converter units, all of which are to be 
supervisory controlled. 


TABLE I—OPERATING CHARGES OF AUTOMATIC SUBSTATIONS, 
LOS ANGELES RAILWAY 


Monrsiy AVERAGE PER SUBSTATION 

Repairs tco— ——Labor of —~ 

Equipment Operators Supplies ——Total—. 
uto- Auto- Auto- Auto- 

matic Manual matic Manual matic Manual matic Manual 
$9.94 $131. $83.16 $564.44 $16.07 $20.75 $109.17 $716.32 
1.73 90.01 78.17 563.47 4.91 23.30 84.81 676.78 
6.64 148. 89 92°27 = 611-54 .12686. 37.08 V1l.77 797.31 


- 17.29 253.81 90.34 594.07 15.90 23.13 123.53 871.01 
. Monrszuy AVERAGE PER 1,000 Kw. Capacity 
PORE ori jaios's $9.94 $52.77 $83.16 $227.14 $16.07 a a $109.17 $288.26 
O23. so. fee S622) 78.17% 226.75. 4.91 84.81 272.34 
ie 5.75 60.24 79.80 247.76 11.13 15.02 96.68 323.02 
e2oF sk. 14.82) 93.31 72.27 218.41 12.71 8.50 99.80 320.22 
* Six months. 


a 


The automatic substation today has ushered into 
the field of its operation and maintenance many 
improved ideas, both substantial and novel. It requires 
a higher standard of men for inspection. It eliminates 
the personal element. It assures the operating company 
of maximum protection. With the detailed attention 
given and the extra expense sustained it is successful 
in delivering 100 per cent continuity of power supply. 
It electrically handles various normal and abnormal 
load demands. In short, it gives to the public a good 
demonstration of the electrical industry, backing up its 
campaign on the slogan “Do It Electrically.” 


SEMI-SOUNDPROOF BUILDING CONSTRUCTED 


The Los Angeles Railway has incorporated in its 
automatic substations the latest methods and equip- 
ment to carry out the object of any utility in rendering 
the best service to the public consistent with the 
revenue derived. Its Division No. 1 substation is a 
continuation of this movement. The location being 
in an industrial district, no particular attention was 
given to noise prevention in the design of the building, 
except that which would be realized from -having an 
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entrance door constructed with suitable felt-lined jambs cells every five days. The water used for a is | 
and vault-like fasteners. The general interior ar- heated toa moderate temperature with General Ele Tie | 
rangement of machinery and equipment is immersion-type electric water heating rods, per= 
similar to the double-unit noiseless substa- ttt, manently mounted in the bottom of a 5-gal. water | 


tank. Along with regular station inspection | 


tion at Melrose, as described in the April “4 


26, 1924, issue of the ELECTRIC RAILWAY 
JOURNAL, page 645. The windows in this 
building were purposely omitted to elimi- 
nate dust entrance and to prevent damage 
to the unattended station equipment from 
rocks or other missiles that might be 
thrown by mischievous boys. On the whole, 
the noise prevention is surprisingly good, 
as may be noted from standing with ear 
to the outside wall. 


ordinary 21-in. brick wall without windows and a large for cleaning is made in 30 days, at the rate of four | : 


Forcep Air Is DRY CLEANED 


Ag the district is smoky and dusty it 
was considered that to clean the air was a 
warranted expense. By this means it was 
possible to minimize the troubles fre- 
quently attending automatic substation 
equipment due to excessive dust accumula- 
tion. The design incorporates the use of 
an air: cleanser of the dry type, made by 
the Midwest Company. One of the illus- 
trations shows this cleanser assembled on 
the roof of the station. Although one unit Paths of the Air Currents Established in 
is operated at present, space is provided the Substation Were Determined by Smoke 
for the ultimate double-unit installation. 
Each unit consists of 24 cells and permits 
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Pots. Their Effectiveness in Reaching the 
Apparatus May Be Seen from the Diagrams 


the entry of air at the rate of 20,000 cu.ft. Ve rae filter 
per minute. The velocity of the air at the 4 
cells is 650 ft. per minute. Another illus- J avers 


CRS Gaia 


tration indicates the condition of the air fora 
before and after cleaning, from a test 

made over a period of 30 days in stages of 
ten days. 

This test was conducted by using 
two 24-in. x 24-in. pieces of white bristol 
board lightly coated over with vaseline. 
These were placed on easels at a 45-deg, 
angle. One board was located in the direct 
path of the air current on the outside and 
the other on the station side of the filters. 
A section was cut off each card at the end 
of each ten days. 

This satisfactory and effective cleaning 
of the air was realized by maintaining the 
static pressure within the limits 0.15 in. 
to 0.27 in. A complete change of cells 


TABLE II—DATA ONJOPERATION AND FAILURES OF AUTOMATIC SUBSTATIONS, LOS ANGELES RAILWAY 


Daily Average Daily Minutes Lost, Due to: nn Daily 
Number Hours Actual quip- Actual Hours 
of Sub- Average Opera- TimeSta- Regular High Men ~ ment Hours Time | 
Sub- station Dail tors tion in Inspec- D.C. Work-  Fail- A.C. Daily Setting 
Year stations Days Kw.-Hr. Present Service tion Voltage ing ures Trouble Total Operation Switch 
1922 Naser aticattersts oS 425 10,200 3.20 9321 39 : 15 22 4 0 80 15.79 17.24 
(EYE SEN eommereiocion 3 1,095 13,900 3.20 97.7 24 10 7 2 3 46 17.73 18.50 
TO ZOR yoy -p-vasestiere 5 1,300 10,500 3.69 95.53 31 1 | 1 2 46 15.68 16.41 
UDOT... Wel kiie eres 6 740 12,200 3.95 96.14 30 re 1 2 | 41 17.07 17.78 
ie Number of Equipment Failures 
Interrup- G Troobl : 
tions per : ——_—_—___———Number of Device Giving Trouble———————— + 
Sub- Div. Div. : : Div. ~~ Div. | 
WearOc onc station Vernon Garvanza Melrose Adams 5 ieee rota) Vernon Garvanza. Melrose - Adams 5 1 ae 
DOR 2 i crtnn sect eons 41 16 8 2 2 a3 28  38-47-7-28-1-6 21-33-64-69 69 133 ome tome 
1h? = AA ae ear eS 79 18 1 6 Z Bo 32 7-9-1-14-47 rf — i iheiae iene 
DES: Oss oe 40 12 4 3 12 3 Se 33 4-47-9-12 37-67-7-20 647-18 69-13-66 18-3A-49 .. ssi 
Uch 5s ae een eee 20 3 2 0 0 1 1 8 AU p66 oT age Sea ee ee 7 = 


ee 
*Hydro-electric power shortage. +6 months. 
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Air for Ventilation of the Division 1 Substation Is Cleansed by a Dry Air Filter on the Roof of the Building 


work the additional expense of cleaning these cells is 
so small that it may be disregarded as negligible in 
amount. 


VENTILATION AND BLOWER CONTROL 


The principle of using forced air for ventilating and 
cooling this building follows that used in other sound- 
proof automatic substation buildings of the railway. 
The 20,000 cu.ft. per minute volume of air is handled 
by intake and exhaust Sturtevant blowers directly 
driven by 74-hp., three-phase, 430-r.p.m. induction 
motors. The load measures 64 hp., working against a 


Interior of the Machine Room, Division 1 Substation of the Los Angeles Railway. 
of the Converter and the Exhaust Blower Overhead 


static pressure of 2 in., to which must be added the 
4 in. for the air-cleaning cells. The station load curve 
in amperes, together with the cooling effect on trans- 
former, machine room, etc., may be noted from the 
accompanying chart. 

The directive action of the air currents with this 
type of cooling system was tested out by using a smoke 
pot, the ingredients of which have an arsenic base the 
same as that used in motion picture work for battle and 
barrage scenes. The air current routes were easily 
noted, especially those due to the very small amount of 
blast action in the machine pit that might be created 
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The Intake Blower Is Back 
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by the rotating element of the converter. Even stop- 
ping the intake blower caused no backward motion or 
distortion of the main air currents in the pit. In 
this case, all the air was drawn to the machine room 
at reduced velocity by the suction of the exhaust blower 
only. The diagrams portray these air currents. 

With this system of forced ventilation the velocity 
of air in its passage through the various openings over 
the pit is relatively higher than is desirable for natural 
ventilation. However, it seems to permit sufficient cir- 
culation in and around the converter frame to allow 
considerable margin for a high continuous load with the 
superimposed characteristic railway peak load in excess 
of the manufacturer’s guarantee, and without reaching 
the allowable temperature rise. 

Realizing the importance of maintaining a reasonable 
amount of ventilation while the converter is in opera- 
tion, special precautions are taken to shut down and 
lock out the machine, in the event of a failure to the 
blowers. This shutdown is made if either blower motor 
fails to come up to proper speed. It is controlled by an 
underspeed relay on the motor shaft. A thermal relay 
in the motor circuit likewise functions if the windings 
become overheated from an overload. Also, special 
starting and running protective fuses prevent the motor 
from continuing to rotate single phase. Each main fuse 
holder contains an auxiliary heating element, which is 
connected to the circuit of the next phase in such a 


Dirt and Soot from the Air Was Collected Every Ten Days for a 
Month to Show the Effectiveness of the Cleansing System 


manner that when the main fuse blows in one phase it 
transfers that phase load over to the heating element 
of another main fuse holder. This in turn melts the 
second main fuse, disrupts the circuit, and stops the 
blower motors. 

A separate bank of transformers supplies 220-volt 
power to these motors. This arrangement permits the 
blowers to operate independently of the converter. 
Normally, the blowers are started up with the machine, 
and are then controlled by a time delay stopping relay 
which permits the circulation of air fifteen to twenty- 
five minutes after the converter has been automatically 
shut down. 


OTHER SPECIAL FEATURES 


This station has provision for two 1,500-kw. rotary 
converter units with but one installed for the present. 
One of the illustrations shows the interior of the 
machine room. All the electrical equipment was sup- 
plied by the General Electric Company. There ‘are six 
d.c. feeder-panel equipments, each having a high-speed 
circuit breaker and automatic reclosing type of feeder 
control. Besides this standard equipment there is a 


time delay closing relay having an adjustable time. ~ 


setting to control the reclosing of the respective feeder 
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The Framework on Which the Control 
and Switching Kquipment Are Mounted 
Was Designed to Give Maximum Ac- 
cessibility 


Isolating contactor--> 


Current 


High-speed fransform : 


crrcust breaker 


load indicating 
TCSISTATICE ~. 


DG femper- 
ature relay ---3 


circuits in case of a grounded trolley. Another illus- | 
tration shows the special framework mounting for the: 
control and switching equipment, arranged to give: 
proper working clearance and accessibility to all parts: 
for inspection and repairs. i 

The automatic feeder control, especially of the type | 
used in this station, satisfactorily meets operating and’ 
load requirements by properly discriminating between 
legitimate overloads and short circuits. Use of the 


& 
SERN BE 
SOAR 8 


CRS 
a UES 
Be COO 
= EVA ey pe 
ERO REA 9 
9 ra L | ae 
= y ae 
£ Ni 
LAOIN oe 
z, = 


From 5-1-25 to 5-8-25 - ee 
— Back of switchboard. ~~e-Near exhaust blower =---- Intake touvre.. 


Roof of building —— Amperes 


Temperatures for the Week ot May 1-8 Were Taken to Show the- | 
Cooling Effect with Varying Loads. 
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ligh-speed breaker has effectively handled trouble orig- 
ating at the car on the various feeder sections, has 
\\inimized the possible destructive action of the current 
} such breakdowns and has prevented any effect that 
ould result if such a rise of current were transferred 
) the converter. Naturally more openings of the 
beder circuit have occurred at the substation than 
sually would be experienced with manual substations 
aving feeders equipped with the automatic air circuit 
reaker. This is due to quicker action of this special 
reaker on car motor flashovers than is possible with 
he breaker on the car. However, such interruptions 
| the feeder circuits are of but ten seconds duration 
nd cause no appreciable delay to trainmen in meeting 
chedule time. 


PLAN OF ILLUMINATION 


The lighting scheme has been carried out for proper 
nifprmity and intensity, using 200-watt Trojan units. 
in auxiliary 600-volt d.c. series lighting circuit is used 
luring the cleaning up of the high-tension gallery when 
t is necessary to kill the main a.c. entrance lines. 

A comparison of operating expenses for manual and 
utomatic substations is given in Table I, while Table 
I shows data on operating failures from 1922 to the 
nd of June of this year. 


[rack Drop Collects Sand in Rail Grooves 


R the purpose of catching sand and other sediment 
being washed along the groove of rail in paved 
treets a track drop of the type shown in the accom- 
anying drawing has been designed by J. M. Larned, 
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Type of Track Drop Used by Pittsburgh Railways to Prevent 
Sediment Fouling Switches 


ngineer of way Pittsburgh Railways. A 14-in. cut is 
rst made in the lip of the rail. A cast-steel insert, 
1e contour of which conforms to the rail contour, is 
nen placed in the opening. Five 2-in. holes through the 
ottom of this insert connect with a cast-iron box 
laced inside the rail. This box has a sump at the 
ottom and side connections to drains. The cover is 
ither solid cast iron or slotted, as may be desired. 
The cast-iron insert is bolted in three places to the 
eb of the rail. Points of contact between the insert 
nd the rail are carefully machined to insure a tight 
t. The sides of the box are provided with projections 
hich are spiked down to the adjacent ties. 

Track drops of this type are usually placed 4 or 5 
ahead of switches located at low points in the track. 
en are already,in service and are proving very satis- 
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factory. Delays after every storm due to sediment 
flowing along the groove and fouling the switch have 
been entirely eliminated by the installation of these 
catch basins. 


Sales Story Strikingly Told 


“A Texas Idea—and How It Was Put Across” Is the 
Title of Book Written. in “Appreciation of the 
Spirit of Those Who Refused to Be Licked” 


HE idea? Teamwork, co-operation. They have 

worked. It is “A Texas Idea.” Five companies, the 
Northern Texas Traction Company, the Eastern Texas 
Electric Company, the Galveston Electric Company, the 
Houston Electric Company and the El Paso Electric 
Company, conceived it back in 1920. These were the- 
dark days. Since then one of the companies, the 
Northern Texas Traction Company, has won the Coffin 
award. Now the story of the accomplishment is being 
told in a handsome 48-page book issued by Stone &. 
Webster, operators of the properties. The book is- 
written in “appreciation of the spirit of those who re-- 
fused to be licked.” 

It is, indeed, much more than a recapitulation of the: 
material contained in the brief that won the Coffin 
award, although ten pages or more are devoted to that 
subject. 

The booklet tells the full story of how the Texas 
idea was put across. Here is the idea: : 


For some years this little group of five public utility com-- 
panies down in Texas has been obsessed by an idea. The 
idea isn’t novel nor even new—in fact, it is perhaps the- 
oldest in the history of civilization. But it is sound—and= 
it works, as it always will work when backed with under- 
standing, enthusiasm and conviction. 

The most difficult task confronting the public utility in- 
dustry is to sell at a profit that necessity to every city—- 
street car rides. A few well-known operators have given 
it up as being hopeless. All of these five Texas companies 
have street car rides to sell, but because some of them also: 
have other things to offer, and because the principles they 
have demonstrated apply as well to the merchandising of 
electric light and power, gas and all other necessities of 
the sort, it seems worth while to make note of their progress. 

And how has the idea worked? 

Unfair jitney competition, adverse legislation and other 
circumstances were driving one company head on to the- 
financial breakers. Capital for needed improvements in- 
equipment and service could not be obtained. The press 
and public opinion were frankly skeptical and often hostile. 
The company did not enjoy the confidence of its patrons. 
When a special election was held to determine if the jit-- 
neys should be eliminated and the company given a chance 
to provide adequate service the measure was defeated by a 
vote of more than three to one. 

That was in 1920. Today there are no jitneys. A few 
months ago at another special election those same people 
by a vote of more than two to one expressed their confi- 
dence and good will by permanently eliminating jitney com- 
petition. No city of similar size has better street trans- 
portation and the citizens are cognizant and proud of that 
fact. The company’s gross receipts have increased 28 per 
cent, a practical demonstration of the idea, to both the 
community and to the serving company. 

During a period of decreasing population, while the earn- 
ings of other local utilities decreased, one of these com- 
panies with the idea increased its revenues 5 per cent. 

One company formerly set aside as high as 12 per cent 
of its gross income to meet accident and damage claims.. 
That was in 1919. Now with four times as many automo- 
biles, and the consequent street congestion, its accident and 
damage claims amount to less than 2 per cent. 

Syndicate newspapers, which, in giving the public what 
it wants to read, are frankly critical of public utilities and 
large corporations .elsewhere, are friendly and helpful to» 


these five companies, which have earned and gained the 
respect and confidence of the people whom they are serving. 

In these companies many economies of operation have 
been attained. Of course the managers come together fre- 
quently to discuss their problems, but in addition to these the 
separate groups of department heads—master mechanics, 
chief engineers, lighting superintendents, accountants, and 
so on—meet at regular intervals for an exchange of thought. 
These meetings have produced important results in the way 
of better operation. 

The labor turnover has been cut to a remarkably low 
figure through not only fair treatment and fair wages, but 
the proper selection and training of employees. Systematic 
methods have taught employees the purpose and the tech- 
nique of their own jobs and also the aims, policies and ideals 
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managers of all five companies organized themselves} 
into a board of strategy. The first analysis undertaken | 
sought to determine why more people do not ride street | 
cars and whether it is possible to get more of them to} 
do so. The conclusion reached was that the sales effort) — 
of the automobile industry, in promoting the merits of | i] 
the automobile, has so successfully fixed rubber-tire | | 
a false conception of the convenience and economy of 
its use as compared with street car service. The con-)} | 
clusion was that street transportation was a tremendous | — 
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The £1 Paso Times 
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‘Pedple Don't Realize 
] It Takes To Mane 


] Street Car 


of the company, thus stimulating the employees’ respect for 
themselves and for their employment. 

In October, 1924, the Coffin award was wate to the 
Northern Texas Traction Company of Fort Worth. 

The idea? Teamwork, co-operation. 


Here is the Texas creed: 


The public is entitled to the best service at the lowest 
cost. 

The owner is entitled to a fair return on a fair value of 
the property devoted to public service. 

The employee is entitled to fair wages and fair working 
conditions. 

These three things are interlocking and inseparable if 
any one of them is to be realized. 

If these three points are accepted as more or less funda= 
mental to the best interests of all concerned, such accept- 
ance leads to certain assumptions: 

That adequate and economical utility service is essential 
to the progress of the community. 

That every man possesses an inborn sense of fairness 
which will actuate him once the issue is made clear to him. 

That the interests of the public utility owners, the em- 
ployees and the community are mutual and therefore all 
will be best served if harmonious co-operation exists among 
them. 

That employees and officials of the utility company must 
be good citizens, loyal to the community as well as to the 
company. They must have a healthy interest in the affairs 
of the city and should be voters. 

That the public utility is not primarily engaged in the 
business of manufacturing street car rides or kilowatt 
hours. It is established for the purpose of selling them. 
The greatest volume of sales is made to the willing customer. 

That if street railways are to live and prosper they must 
study and make intelligent application of such methods as 
have been tested and proved by successful merchandisers of 
other commodities. 


Of course, attention centers on the work of the Fort 
Worth company, but the several public utility units 
comprising the Texas group under the executive man- 
agement of Stone & Webster have used similar methods 
and have accomplished similar gratifying results. The 


Typical Expressions of Editorial Opinion Complimentary to the Texas Companies 


chandising methods. An important part of this cultiva: 
tion consisted of fully impressing upon the people thi 
convenience, economy and necessity of the electric stree’ 
car, backed up by an adequate service and by perso 
sales effort. Having put its house in order with 2 
force of keen, informed, enthusiastic salesmen, believing 
in the essentiality of the goods they had to offer, the 
next step taken followed as a matter of course. There 
can be no assumption of good service without the back- 
ground of intelligent, well trained, co-ordinated em- — 
ployees. As these companies saw it these things are 
more a part of service than are schedules and safety. 
They are the essence of the idea itself. The foreword 
says that to a city of reasonable size, transportation is” 
just as necessary as are electric lights, electric power, 
gas or telephones. Given the conditions which justify 
its existence, there is no insurmountable reason why the F 
business of city and interurban transportation should — 
not resume its position of equality with these other 
public utilities—from the standpoint of public welfare 
and sound investment. .| 
The story of “A Texas Idea’ 


It may be said that the period covered is not long enough 
to afford positive proof, but some very competent students — 
of human nature will find their convictions at fault if | 
friendly relations with its customers, neighborly contacts ql 
with the many elements in its territory, aggressive loyalty, — : i} 
courtesy and understanding on the part of its employees, — 
an enviable position in the community and a policy of intel- — 
ligent merchandising of a marketable product do not per- 
manently swell this company’s volume of business. 


The half-tone illustrations used in the volume have 
all been reproduced before in the ELECTRIC RAILWAY 
JOURNAL. An idea of the publicity obtained is con- 
veyed in the accompanying illustration, in which are 
combined stories for the newspapers in each of the 
cities. 


is concluded as follows: | 
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Street Car and Rapid Transit Subways 
Proposed for Chicago 


Construction Plan that Is Sponsored by President Blair of the Chicago 
Surface Lines Is Designed to Relieve Street Congestion and Provide 
Co-ordinated Transportation Service—Provision Is Made for Opera- 
tion of Surface and Elevated Cars Underground in the Loop District 


Traffic Congestion at State and Madison Streets During Evening Rush Hour 


transit subways in the business district of Chicago 

and pedestrian subways under the sidewalks and 
underground plazas at street intersections to relieve 
street congestion are among the recommendations 
included in the physical plan proposed by Henry A. 
Blair, president Chicago.Surface Lines, for improve- 
ment and co-ordination of local transportation in that 
city. This plan was originally suggested last October 
in a letter to the Mayor, but was side-tracked in favor 
of the Mayor’s recently defeated ordinance, which was 
described in the March 7 issue of ELECTRIC RAILWAY 
JOURNAL, page 369. Since that time, a bill sponsored 
by the Illinois Utilities Association to permit. the 
granting of terminable utility franchises in Illinois was 
introduced in the State Legislature and was referred to 
a Special committee for further study, and recommenda- 
tion to the next legislative session. No prospect for 
legislative action is in sight before the expiration of the 
existing franchises. 

In a recent meeting with aldermen and city officials, 
Mr, Blair urged that some form of franchise settlement 
be arranged in advance between the city and companies, 
to avoid a receivership. As outlined in ELEcTRIC 
RAILWAY JOURNAL of July 25, page 138, he said that 
the Chicago Railways is working on a new ordinance 
to be submitted to the City Council in October. 

Although work on the proposed ordinance has not 


| east sub construction of street car and rapid 


progressed to a point where its provisions can be 
announced, the physical details of Mr. Blair’s plan were 
made public early in the year by their designer, A. L. 
Drum, consulting engineer. An initial combined elevated 
train and surface car subway is proposed which will 
give two subway entrances to the business district for 
elevated trains and four entrances for surface cars. 
This includes a subway under State Street, 3.76 miles 
in length, of which 1.79 miles would be four track. In 
addition, there would be a two-track route under Wash- 
ington Street, 2.18 miles in length, and a similar bore 
under Jackson Boulevard, 0.66 mile long. The State 
Street subway would handle north-and-south traffic. 
Elevated trains would use the two inside tracks and 
surface cars in two-car units would be operated on the 
two outside tracks. The Washington Street and Jack- 
son Boulevard lines are designed to handle initially only 
surface é€ars in two-car units. They would connect 
respectively with the existing Washington and Van 
Buren tunnels under the Chicago River, and would serve 
lines radiating out into the west side of the city. 

An important advantage claimed for this plan in 
comparison with that previously advocated by the 
Mayor is that it offers more substantial traffic relief by 
removing many surface cars from the streets in the 
congested business district. y 

Combined with and constructed as a part of the 
subway, provision is made for underground plazas at 
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Map Showing the Proposed System of Kapid Transit, Surface Car and Pedestrian Subways for Chicago Downtown Business District! 


important street intersections, with pedestrian subways 
under the sidewalks on those streets occupied by transit 
subways and on important cross streets. These under- 
ground sidewalks are to be connected with the subway 
stations and with the basement floor level of abutting 
buildings. It is the intention to line these pedestrian 
subways with white tile and to make them attractive 
by suitable decorative paneling and ample illumination. 
The outside wall, which will be on the building line, 
will contain show windows and entrance doors to the 
basement levels of the various buildings. Underground 
connections between sub-surface passenger stations, 
sidewalks and plazas would be made with steam-road 
passenger stations, important office buildings and 
theaters in the present Loop district of the city. 

The general features of Mr. Blair’s transportation 
plan include the following major proposals: 


The co-ordination of all major local transportation agen- 
cies under a single operating management. 

Immediate construction by the city of a north-and-south 
subway in State Street, and east-and-west subways in 
_ Washington Street and Jackson Boulevard; this construc- 
tion cost to be paid with the $40,000,000 traction fund built 
up in the city treasury from the receipts of the Chicago 
Surface Lines under the traction ordinances of 1907. 

Construction ef extensions by the surface and elevated 
lines, estimated to provide more than double the carrying 
capacity of the present systems. 

Unified operation of surface and elevated lines and sub- 
ways with auxiliary motorbus service. 

A single fare and universal transfers for both rapid 
transit and surface lines under a service-at-cost franchise. 

Provision for purchase of the entire system by the city. 


Published herewith is a map of the business district 
of Chicago showing the proposed system of connected 
passenger and pedestrian subways. Another illustra- 
tion shows a cross-section of the construction planned 
for the intersection of State Street and Madison Street, 
and for other important intersections. The pedestrian 


prepared: 


subways would run the full length of State Street on 
either side of the street from Harrison Street to Lake} 
Street and across the intersecting streets as shown. | 
To illustrate the need not only for additional rapid 
transit lines but also for improved facilities for surface! 
cars entering the business district the following table) 
showing increase in number of passengers carried was'| 


k i 
i 


| 
TRAFFIC OF THE CHICAGO SURFACE LINES AND ELEVATED 
RAILROADS, YEARS 1910 AND 1924 


Revenue Passengers Carried Wey t 
Per Cent Carried by | 


Year Surface Lines Elevated * Total Surface Lines 
19NOs <i uve cance 526,000,000 164,875,947 690,875,947 76.2 f 
1924... sees 830,000,000 *204,000,000 1,034,000,000 80.3 ; 
Percent increase 
in passengers... . 57.79 23.72 49.66 


* 1923. |) al 


These figures show that the surface lines are at the 
present time carrying more than 80 per cent of the 
passenger traffic of the city, and that the increase of 
the total passenger traffic from 1910 to 1924 has been 
49.66 per cent. The increase of traffic on the surface 
lines was 57.79 per cent and that on the elevated lines 
about 24 per cent in that fourteen-year period. 

Mr. Drum maintains that the surface lines, now. 
carrying more than 800,000,000 passengers per year, and | 
the elevated system, now carrying more than 200,000,000 © 
passengers per year, have reached the point where | 
improved service is impossible on the present tracks — 
through the business district. He estimates that the 
increased speed that would result from a pee | 
subway, elevated and surface car service would m 
a saving in time of approximately 25 per cent for t 
average ride in the city. He estimates that the a 
ning time of the cars in the subway during the rush > 
hour would be less than five minutes on Washington 
Street from Halsted Street to State Street; less “a 
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five minutes on State Street from Twelfth Street to 
‘Madison, and less than five minutes on State Street from 
‘Chicago Avenue to Madison, thus bringing these sections 
‘of the city from eight to ten minutes closer to the busi- 
‘ness district than at present. This will make a saving 
‘in running time of from eight to ten minutes from 
‘the outlying sections of the city to the business district 
‘on practically all car routes, and represent a saving of 
'20 to 25 per cent of the average trip of 35 to 40 
‘minutes. The increase in the car capacity of the tracks 
‘in and through the business district resulting from 
‘the construction and operation of the subways under 
‘this plan is given in the following table, which shows 
that the present rush-hour service in the business dis- 
trict, of 2,331 surface and elevated cars per hour, could 
‘be increased to 4,903 cars per hour, or more than double 
‘the present car service. 


S PER HOUR IN BUSINESS DISTRICT OF PRESENT RUSH-HOUR 
SERVICE COMPARED WITH ESTIMATED MAXIMUM CAPACITY 
UNDER PROPOSED SUBWAY PLAN 


Possible With 
Proposed Subways 


Present Maximum 


_ Number of Cars per Hour - Rush-Hour Service 


A) 0 <a aRaoeme ele t03 1,703 
MEPL T MT erases Ficl slays. sce oie. cie aes 1,228 3,200 

“hres aoe ape GO eee 2,331 4,903 
Ee 2,572 


SE OSERIOO IA iia cials els vc) ein sce sinicisjeisie ‘ls selves cbs dies 110 


By the addition of third and fourth express tracks 
to the elevated lines and by the extension of these lines 
and the purchase of additional rolling stock it is esti- 
mated that the unified system will be capable of carry- 
ing 2,000,000,000 passengers per year. This is double 
the number handled at the present time. 

Unified operation of the surface and elevated lines 
is expected to provide economically a high-speed service 
between all sections of the city by means of a combina- 
‘tion of surface and elevated routes. The installation of 
convenient facilities for transferring passengers be- 
tween surface and elevated trains in the subway and at 
outlying elevated stations is contemplated in connec- 
tion with this plan. It is pointed out that transferring 
of passengers between elevated trains and surface cars 
at subway stations during the rush hours would reduce 
‘operating costs. This is based on the assumption that 
elevated trains 


the interchange of passengers between 


and surface trains and cars in the subway would result 
in a saving of dead mileage on both systems. 
The proposed initial subway is expected to cause the 


.extension and enlargement of the business district from 


its present contracted area of 4+ mile square to an area 
of from 4 to 8 square miles. 

Besides providing rapid transit to all sections of the 
city and greatly increasing the carrying capacity of - 
the existing surface and elevated tracks, the proposed 
plan contemplates relief for pedestrian, vehicular and 
car congestion in the business district of the city, by 
removing a large percentage of the pedestrians, as well 
as street cars, from the surface of the streets in the 
business district. A traffic count made at the corner 
of State and Madison Streets by the engineers of the 
city of Chicago showed that 46,000 pedestrians and 
1,800 street cars, automobiles and other vehicles crossed 
this intersection in one hour during the rush period. 
This is at the rate of 777 pedestrians and 30 vehicles 
per minute. An accompanying illustration shows the 
traffic congestion at this location during the evening 
rush hour. 

The design of the initial subway system proposed, 
is such that the construction work may be started at 
once as the plan is adapted to any of the following 
settlements of the Chicago traction question that are 
now under discussion: 

1. Use of the subways under a system of unified 
operation of the surface and elevated lines with trans- 
fer between surface and elevated cars in the subway 
and at connecting points in the outlying districts. 

2. Independent use of the subways by the surface. 
and elevated lines without unified operation, but pro- 
viding for transferring of passengers between elevated 
and surface cars in the subway on a basis of charge for 
transfer or division of the rate of fare between the 
surface and elevated companies. : 

3. Design and equipment of the initial subways for 
extension from time to time as part of a. complete 
rapid transit subway system as the growth of the 
traffic may require. Such extensions of these initial 
subways to be made by subway or elevated railways, or 
both, as future conditions may determine. 

The estimated cost of construction. of this initial 
subway development is given by Mr. Drum, as follows: 


ix) 


_ Section Through Combined Transportation and Passenger Subway Proposed for Chicago. 
os P Proposed for the Intersection of State and Madison Streets 


This View Illustrates the Construction 
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ESTIMATED COST OF INITIAL CHICAGO SUBWAY CONSTRUCTION 


Washington 'Streeticiii aiacisseoliiensene nay iafeidie eae inks lols Globeie| wie pei rebaiaianee $8,400,000 
Btate Streets sd v.cce ciicice aeinelt no cls teu e giehe! oralthe Gielen eae ane 27,000,000 
Jackson Boulevard... 600000 eee te be bene tlee sce veamene 4,000,000 

gh) BO Goan Ce ane Aiaekanee rss aces vrcete dene oc aC $39,400,000 


It is estimated that the cost of construction of pedes- 
trian subways, if built simultaneously with the trans- 
portation subways, will be from $175 to $250 per front 
foot of abutting property. On this basis the 4,000 ft. 
of pedestrian subway on each side of State Street from 
Harrison to Lake Street would cost a total of $1,600,000. 
As about 4 or 5 miles of pedestrian subway are in- 
cluded in the complete plan the total initial cost would 
be from $4,000,000 to $5,000,000. 

The estimated funds required for additional elevated 
express tracks, extensions of elevated and surface lines, 
and additional rolling stock proposed are as follows: 


ESTIMATED COST OF ELEVATED AND SURFACE LINES 
EXPANSION PROGRAM 


Funds to be furnished by surface lines for extensions and rolling 


stock, estimated: atice ai 0k vind vee ook See $22,005,000 
Funds to be furnished by the elevated lines for additional express 

tracks, extensions and additional rolling stock, estimated at.... 44,550,600 

Totals 32 Sek: Se eet ooo oe eae ee ei on $66,550,000 


It is proposed that these extensions and additional 
rolling stock be provided during the next six years. 
This would require $32,600,000 in the first three years 
and $33,950,000 during the second three years. 


$27,061,400 of Transit Contracts for 


New York’s New System 


URING the year that has elapsed since the city 

of New York has had the authority to design and 
construct its own rapid transit lines, plans have been 
studied and completed for a $506,000,000 city-owned 
subway system of 57 route-miles in length, and eight 
major contracts amounting to $27,061,400 have been 
awarded for construction of part of the Washington 
Heights route of the city’s system. 

In addition, the new Board of Transportation has 
awarded other fransit construction contracts amounting 
to $13,342,608, of which $9,531,204 was for three major 
contracts for construction of part of the Fourteenth 
Street-Eastern subway (B.-M. T. System) along 
McKibbin Street, Harrison Place and Wyckoff Avenue, 
in Brooklyn. 

The total amount of rapid transit contracts awarded 
by the Board of Transportation for all purposes in 
twelve months was $40,404,008, summarized as follows: 


CITY’S NEW SUBWAY SYSTEM 


Central Park West, 68th to 79th Streets............ $4,199,875 
Central Park West, 79th to 89th Streets............ 3,650,632 
Central Park West, 89th to 100th Streets............ 3,997,748 

Central Park West and Highth Avenue, 100th to 111th 
SSUPECESE: ic tare esis sie wes sche ardeco sieves ete ae ee 5,246,653 

Eighth Avenue and St. Nicholas Avenue, 111th to 
D220: Streets ae bio): ik nae ws cass SOO ee ee 4,908,261 
St. Nicholas Avenue, 122d to 132d Streets............ 4,689,775 

Fort Washington Avenue and 174th Street, under P. S. 
INO SRT Boys! anna sone evecare cay ace wave See oe oe Re 216,714 
Broadway and 173d Street under Broadway Temple.. 151,742 
$27,061,400 

I. R. T. AND B.-M. T. SYSTEMS 

Fourteenth Street=Hasterm: Line ..25.-2. unt... seen $9,531,205 
Wards And SHOPS) Kieisisiy- co © piyeeess egavatsrelerece atoreus onea/e eee 2,390,149 
batho finished evdlsjavencevsis saya eon Die lere Cicer 764,778 
Miscellaneous) construction: io... :s:ssrc ssc sini dncerere eee 656,476 
$13,342,608 
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Until July 1, 1924, the legal authority to initiate, 
design and construct rapid transit railroads in this city’ 
was vested in the State of New York. An amendment! 
to the public service commission law partially modified | 
that authority by creating over a year ago the city | 
Board of Transportation for rapid transit construction} — 
purposes only, but retaining in the State Transit Com-) 
mission the regulatory powers over existing rapid) 
transit systems, as to service, schedules, traffic, equip-' it 
ment, etc. 1) 


Automatic Rear Exit Doors on Open 


Platforms in Houston — 


EVERAL cars of the Houston Electric Company are’ 
being equipped with automatic rear exit doors oper- 
ated by National Pneumatic treadle mechanism in-| 
stalled in the rear platform floor. An interesting | 


Automatic Rear Exit Doors Are Being Installed on a Number of 


Open Platform Cars in Houston. Wire Screening Incloses T 
the Platform and Prevents Passengers 
Climbing Over the Dash 


feature of this installation is that these cars, which are 
being arranged for one-man operation, are of the open | 
platform type as shown in the accompanying illustration. | 
To complete the door opening above the dash and to | 
provide a housing for the operating engine, a door 
header has been built under the hood on the exit side 
of the car. From this point a door post is installed and 
a frame is built between the top of the dash and the 
door header so as to inclose this side of the platform. 
The opening in this frame is inclosed with heavy mesh | 
screening. ! 
Similar material is used to inclose the rest of the 
platform between the dash and the hood. Light metal 
strips are carried vertically to form a support for the} 
wire mesh, and three horizontal strips are carrie¢ } 
around the end of the platform just below the hi 
further to reinforce the construction. The appearance | 
of the complete installation is shown in the accompanys 
ing illustration. © 
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“Don’t Worry” Campaign in 
Grand Rapids 


Advertising “Stunt”? Used to Merchandise Transporta- 
_tion—Public Kept in Suspense for Several Days 
by “Don’t Worry” Slogan Before Purpose of 
Campaign Is Divulged 


OVELTY advertising for merchandising electric 


railway transportation was used successfully by 
the Grand Rapids Railway, Grand Rapids, Mich., 
during the week ended Saturday, July 18. Not only 
did the campaign increase interest in the electric rail- 
way, but it demonstrated that the sales appeal may be 
made to as good advantage to merchandise transporta- 
tion as it is in creating customer demand in any other 
general business. 
The campaign got under way on Monday, July 13. 


occupied boxes at the theaters, previously purchased to 
insure good locations, and unfolded newspapers between 
the acts so that the words “Don’t Worry,” displayed 
in large letters, attracted the attention of the audiences 
and aroused the curiosity of those who were present. 
This wasn’t all. 


On a boatswain’s chair, attached to a steeplejack 
rigging, suspended from the roof of the Pantlind Hotel, 
located in the heart of the downtown section, a steeple- 
jack, dressed as a woman, dangled at the second floor 
while he calmly read a newspaper upon which were 
printed in large letters the words ‘Don’t Worry.” 
Pedestrians gathered in large numbers to gaze at this 
unusual sight. Interest continued to increase and 
people became very curious to know the explanation. A 
good idea of how the steeplejack appeared to the crowd 
in the street below is conveyed in the accompanying 
illustration. It was impossible, however, because of 


Girls Dressed in White and Men Dressed in the New Trainmen’s Uniform Calmly Rode on Top of the Cars 
Reading Newspapers Bearing the Safety Slogans 


Cards 3 in. by 2 in. printed in many colors and bearing 
the words “Don’t Worry,” were handed to pedestrians, 
shop and factory employees and passengers on the street 
cars. The department stores even aided in the distribu- 
tion. They attached the cards to packages wrapped for 
customers. Newspaper space was also used to spread 
the slogan and arouse curiosity. More than 70,000 
cards were distributed during the campaign. 

People began to ask what it was all about. Autoists 
picked up the message and carried the little card on 
their windshields. Tourists going through Grand 
Rapids to the northern lake districts of Michigan put 
the cards on their cars and carried them for long dis- 
tances outside the city. The city was literally 
permeated with the slogan “Don’t Worry.” 

_In the newspaper copy the message “Don’t Worry, 
Cheer Up and Don’t Worry” was carried daily. On 
Friday night men and-women engaged for the purpose 


space limitations so to make the illustration that it 
would give a correct idea of distance as represented in 
the height from the street. 


CAMPAIGN SPRUNG ON THE: PUBLIC 


On Saturday morning, July 18, at 11:30 a.m., came 
the climax. Street cars bearing large banners reading 
“Don’t Worry! Relax! Ride the Street Car. It’s the 
Safest Place in Town” began passing through the 
streets. Placards on the dash also carried similar 
messages. But the features that attracted most atten- 
tion were trainmen in new chauffeur’s uniforms and 
girls dressed in white, riding the top of the cars as 
they passed through the business district and reading 
large placards that carried the message “Don’t Worry! 
Relax! Ride the Street Car—lIt’s the Safest Place in 
Town.” Others read ‘Don’t Worry. The Safest Place 
in Grand Rapids Is.on or in a Street Car.” 


Steeplejack Dressed as a Woman Hung from the Roof of Pantlind 
Hotel Reading a Newspaper Carrying the Railway’s Message 


In the Saturday newspapers the copy was changed to 
a line cut showing a passenger comfortably reading his 
newspaper and carrying the words “Don’t Worry! 
Relax! Ride the Street Car—It’s the Safest Place 
in Town.” About the same time the banners began to 
appear on the cars the steeplejack changed his “Don’t 
Worry” sign to one carrying the entire message. 

The “stunt” lasted until about 2 p.m. During all 
this time thousands of residents and hundreds of tour- 
ists passing through the city on their way to the north- 
ern Michigan resorts had the message of street car 
riding given to them in a conve unforgettable 
way. 

The safety feature faacteed in the slogan helped to 
enlist the co-operation of the City Commission and the 
Local Safety Department in furthering the campaign 
and in aiding the 
railway to bring it 
to a successful 
close. The evening 
newspapers carried 
a feature story on 
DANE DM Srahilr Cary; 
climax and _ the 
Sunday morning 
paper also carried 
the story illus- 
trated with a pic- 
ture of one of the 
cars bearing a 
pretty girl on the 


“Grand Rapids | LHE STREET CAR 
residents reported ITS aE ee PLACE 


on Monday upon 


their return from 

A Advertisements in the Newspapers 
week end trips to Helped to Solve the Mystery 
the lakes and re- on Saturday 
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sorts that many “Don’t Worry” cards were seen miles | 
up the state and at resorts. Movies of the unusual | 
spectacle were shown in the local theaters as a part of | 
the current news reel. On the broadcasting program | 
of a local radio station the “Don’t Worry” and safety | 
feature were combined for the purpose of furthering | 
interest in the general subject of safety. The railway — | 
received additional publicity through this application | 
of the campaign. 


j 


VOTING ON SAMPLE CARS 


Passengers who are riding on the cars of the Grand | 
Rapids Railway have been asked to indicate their pref- |, 
erences regarding the various features of the three | 
sample cars which are being tested in that city in an | 
effort to develop an improved type of rail vehicle for || 
city service. Articles on the new cars appeared in | 
ELECTRIC RAILWAY JOURNAL for May 9, page 721; May | 
16, page 767, and May 23, page 807. 

General specifications and descriptions of equipment } 
on each of the three cars were included in the monthly || 
house organ, Trolley Topics, which is distributed on |) 
the cars. ‘A ballot coupon was attached to the front. | 
leaf of the folder, on which the passengers were 4 i 
requested to indicate-their preferences. They wer i) 
asked to vote on three general features, namely, riding! | 
qualities, exterior material on the car and ‘seat We 
upholstery. | 

A hearty response has been received on this ballots 
The three sample cars show heavy riding in comparison | 
with the other equipment in service. This is attributed | 
to the interest and curiosity of the people and their || 
desire to inspect the new features, which have been | 
widely advertised. : | 

Information from these ballots is being compiled in | 
the offices of the company and will ultimately be used 
in selecting for future orders those features of the | 
various cars that have proved most popular with the i 
public. Through the help of these suggestions Hoden- q 
pyl, Hardy & Company plan to develop a standard car | 
for these properties. a 


Foremen’s School in Kansas City 
By R. S. NEAL 


Assistant Superintendent Equipment Kansas City Railways, 
Kansas City, \ 
PECIAL educational work for foremen was given in |) 
a course tried out and recently completed by the ||) 
Kansas City Railways. W. N. Stone, representing the | 
vocational training department of the University of | 
Missouri, gave a series of lectures on vocational train- | 
ing for the foremen and other employees of the | 
mechanical, distribution and power departments. 
The different subjects discussed were along the lines | 
of the foreman’s relation to his men and the manner | 
of handling them. It was thought best to use these | 
subjects rather than the individual work of each fore- | 
man, instruction in regard to the foreman’s own indi- | 
vidual ideas of his work, or educational work in connec- 
tion with the foreman’s position with his company. 
The subjects which were discussed comprised produc- |} 
tion; the foreman’s responsibilities; safety and accident | 
prevention; interest of worker in his job; leadership 
and instruction. The plan proved to be very successful, | 
as every one took a very great interest in the school — 
and many of the men felt that they had derived much 
benefit from the series. 
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Using the Motor Bus Effectively 


he Author Considers the True Relationship Between Street Car and Motor Bus—The Motor Bus Not 
Best Used as a “Rubber-Tired Street Car”—By Giving a Quality Service It Can Be Used to Provide 
a New Type of Service and Gain Riders Without Loss to Railway Systems 


By John A. Ritchie* 


President Omnibus Corporation and Chicago Motor Coach Company, and 
Chairman of the Board Fifth Avenue Coach Company 


‘\TREET railway operators everywhere are endeav- 
p aed to find the answer to this question: “What 

fis the correct relationship between street railway 
ransportation and motor bus transportation?” In 
ther words, how can they work together for best 
esults, both in service to the public and adequate 
eturns for the operating company? Upon the answer 
9 these questions lies the future of the street railway 
perator as a salesman of transportation within his 
erritory. ; 

The owners of street car lines have for many years 
elt that the electric car was bound to maintain a 
osition of unquestioned dominating importance in 
ransportation in city streets. 

Now a new form of service has appeared—motor 
ransportation, which, while it will not displace, will 
reatly modify urban transportation policies and prac- 
ices. The jitneys began it. 

Largely because jitney operators lacked responsibility 
nd operated purely as parasites on the street cars, 
heir life generally has been short. But the -well- 
ganized, responsible motor bus company is another 
natter. Motor coach transportation is upon a sound 
conomic ‘basis, hence it has come to Hey: and to grow 
n importance. 


THE MOTOR Bus INeVinAELE 


"Generally speaking, the street car man has Bee ae 
‘0 the point that he recognizes the inevitability of the 
notor coach, that he must make use of it, or some one 
Ise will. But thus far few go further than to say, “We 
nust supplement our service with the motor bus.”’ Note 
he word “supplement.” It seems to place the motor 
US as only an assistant to the street car. The word 
eaves the motor coach subordinate, not even ‘“co-ordi- 
1ate,” a word which the dictionary defines as “of the 
same rank or order.” 

But the important question has arisen as to whether 
the best use of the motor coach is even a “co-ordinate” 
ase or whether one cannot get the best combined results 
by using the motor coach, not on a street car basis at 
all, but on its own merits, operated frankly as a dif- 
ferent and superior class of service at a compensatory 
fare. It is beyond doubt that the public generally 
will accept this. 


SERVICES NOT THE SAME 


General Guy E. Tripp, chairman of the Westing- 
house Company, said before the American Electric Rail- 
way Association only recently: ‘The kinds of service 


E -—— 
*The author was for many years in the steam railroad field. 
en Theodore P. Shonts became president of the Interborough 
id Transit Company Mr. Ritchie was made his operating 
Statistician and confidential adviser. For four years he was pres- 
ident of the Fifth Avenue Coach Company and is now chairman 
of its board of directors, as well as president of the Omnibus 
rporation, which has motor coach operating subsidiaries in 
New York, Chicago and St. Louis.—Eb. 


offered by buses and by trolley cars are quite different. 
It seems clear that the people will demand both classes 
of service.” Whether the General had it in mind he 
did not state, but the thought is suggested that it may 
be a mistake for the street car man to think of selling 
quality transportation at mass transportation prices, 
a process certain to result in disappointment. ° 

Will the new operator, therefore, not be wiser, and 
will he not bring to his company more benefit and to 
the people better service, if he recognizes at once that 
the people want more than one quality of service and 
are willing to pay for the-choice?. At any rate, should 
he not ascertain whether in his community this is not 
true?’ The transportation field is full of indications of 
the correctness of this. view. 


CHOICE OF KINDS OF RAILROAD SERVICE 


In railroad service one may choose Pullman or day 
coach. He may go further, for in the Pullman car he 
may choose between an upper and a lower berth. Still. 
further, he may choose a compartment, or a drawing 
room. The railroad is offering not a ride only, .but 
transportation of five different grades. | 
~ The problem with some street car companies, perhaps 
many, which the management is forced to face, is that 
of saving the original investment. 

It must be done in the main by increasing net earn- 
ings. 

Is it wise, therefore, to favor that part of the trans- 
portation. service which produces least, and lower to 
its level that which produces the most? Such service 
is not only worth more, it is more popular. 


In ACTUAL OPERATION 


As a matter of actual motor bus operation, what 
does the street car operating man mean usually when 
he says “supplement”? He may mean running 
motor coaches from the ends of street car lines to 
further outlying districts, giving free transfers from ° 
coaches to electric cars, or from cars to coaches. Or 
either not having the necessary capital, or doubting the 
financial advisability of investing the large capital 
needed for electric car extensions, he may mean estab- 
lishing motor coach lines to newly developed sections, 
with transfers to street cars. 

This is the street car point of view, entirely natural 


’ to a man with only street car experience. 


One need no longer guess about the possibilities of 
operating motor coaches as motor coaches. Experience 
is proving that the motor coach is not best used as a 
trolley car on rubber tires. To operate motor coaches on 
motor coach principles is conclusively proved to be 
popular and hence successful by hundreds of millions of 
miles of operation. 

Nor will the often unavoidable but unfortunate 
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system of carrying large standing loads (which has 
been the source of most of the public ill will toward 
street cars, and consequent delay in allowing just relief) 
produce the best results. If it is unavoidable to carry 
standing passengers on motor coaches, it should always 
be confined within the limits of decency and free 
movement. 

Without the good will of the public it serves, no form 
of public utility can gain the foundation of rock which 
defies political attack. 


WHERE “ADEQUACY” IS INADEQUATE 


In the adjustment of fares there are the best of 
reasons why regulatory bodies should not stop at a fare 
which will permit merely a so-called “adequate” service. 
That usually means a service by which, in some fashion 
or other, the people can be carried, but carried with 
all the crowding possible, and women, children and 
young girls are subjected to all discomforts and indig- 
nities that are unavoidable in such conditions—even 
insults. The people do not want that kind of service— 
no street car company wants to give that kind of 
service. 

To give a rate of fare that will produce less than a 
fair return and not permit the company to render a 
high-grade, comfortable service, one that will add to 
every one’s civic pride in his city’s transportation facil- 
ities, is not only an economic but a sociological blunder. 

Public authorities have no hesitancy in making 
appropriations of hundreds upon hundreds of thousands 
of dollars for the purpose of paving and maintaining 
streets. This is fine for the man who can afford his 
own car. He can go to work in the morning and can 
return home at night in luxury and comfort. After 
dinner he can take his family for a spin in luxury and 
comfort. 

But to the workingman who cannot afford to own 
his own car, the cheap fare means that the “powers that 
be” assume he is entitled to nothing other than the 
cheapest kind of accommodation. He is not accorded 
even the same consideration for his health and comfort 
that government regulations throw around the ship- 
ment of cattle. It is equivalent to saying to the work- 
man, or his wife or daughters that all they are entitled 
to is standing room, hanging on a strap. It is apparent 
that this is a species of class legislation—against the 
working class. 

That, it is apparent, is what public authorities are 
guilty of when, for shortsighted political reasons, they 
insist upon any rate of fare less than that which 
is sufficient to give a fair return to the company and 
enable it to provide a service which is genuinely good, 
even if not luxurious, a service which automobile 
owners themselves will use in the interest of economy. 


THE PUBLIC WILLING To PAY FOR GOOD SERVICE 


It is not too much to say that practically all troubles 
of the city transportation systems trace back directly 
to our overcrowding and discomfort. 

The eighteen years of operation of the Fifth Avenue 
Coach Company in New York and the operation of the 
Chicago Motor Coach Company and of the Peoples 
Motorbus Company of St. Louis, as well as operations 
in other cities, have proved. beyond a shadow of doubt 
that the public is willing to pay for comfort and decency 
in service. 

Comfort speaks much more loudly than figures. More 
people are influenced by feeling than by logic. The 
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motor coach gives comfort as well as a ride. And t 
basis of transportation success is to give the peopl 
what they want at a compensatory rate. 4 ny 
The motor coach business is young. Relatively f te 
cities have comprehensive systems now. In the est stabl 
lishment of new motor coach systems old street car x is| 
takes may be OM eee It would be a tragedy not tc 
| 
| 
| 
| 


avoid them. 


“POLITE TRANSPORTATION” 


; 
; 
“A seat for every fare” has been the keynote oij 
the success of the Fifth Avenue Coach Company, the| | 
Chicago Motor Coach Company, and the Peoples| 
Motorbus Company of St. Louis. So far as possible 
it should be the invariable practice in motor coach i 
service and street car service as well. The people { 
want “polite transportation.” i 
Lines from outlying sections can often be operated as | 
limited stop or express lines, avoiding for the p a : 
sengers the necessity of transferring to a trolley ea | . 
a process which should be avoided so far as possible ‘ 
since it never makes for public good will. | : 
Perhaps the street car man feels it cannot be don | i 
—‘“The people won’t pay for it,” he says, “and beste 
it would destroy our street car business.” i } 


This is, of course, the crux of the situation. Unt 
we have had a much greater fund of experience one} 
cannot be too positive in statements. But what is 
the unexpressed thought when one says, “It cannot be| 
done”? Largely, it is this: that there is a certain| 
amount of traffic, and what the motor bus gets the street) 
car loses. | 

THE MOToR Bus BUILDS Up NEW TRAFFIC 

But is this so? The history of the motor coach has 
shown beyond question that it builds up new traffic, 
and that in doing so it develops new territory that} 
supplies traffic not only to it, but-to other transportation 
facilities as well. | a 

The country and its traffic are growing and the}, } 
riding habit will not only grow by the normal a i 
natural growth of our cities, but it can also be cul 
tivated. i 

Our standards of living are rising all the time, in| 
clothes, or houses, or food, light and heat. And the! 
demand for quality transportation is just as much a fact | 
and just as natural as the demand for other improve- | r 
ments. The desire for good things is by no means con- 
fined to the wealthy. And the people can afford more | 
transportation than once they could. 

The index figure on the cost of living, according to| 
the National Industrial Conference Board, has risen)! 
from 100 (using the 1914 figures as a base) to 166.2 | 
in June, 1925. But at the same time the index figure of | 
the average weekly wage has risen from 100 to 214 in| 
May, 1925. The average man can afford better tram 
portation. 

The Pennsylvania-Ohio Electric Company operates | 
single-track suburban electric line from Youngstown, an | 
Ohio manufacturing city of about 135,000 population, | 
through Girard (population about 7,000) to Warr. 
Ohio, a city of about 27,000. The total distance Mf 
about 15 miles. The ride takes an hour and tel 
minutes, and the fare is low—cash 2 cents a mile, 
tickets 13 cents a mile. 

The company in August, 1922, established a mo 
bus service (lest some one else do it), competing wi 
its own street cars, charging 45 cents for the 15-mi 


| 


} 
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ie, as against the 224-cent ticket rate on the trolley 
| re, and the trip was made in 50 minutes as against 
_} on the cars. 
_ After a full year’s operation it was discovered that 
_\e railway had lost nothing, carrying about the same 
affic as before. The motor coach had, in fact, built 
_») its own traffic and increased the riding habit. It 
|bnae doubtless in part from private automobile 
_wners, who found the motor coach cheaper than to use 
_j\eir own cars; partly from pleasure riders, and partly 
tom passengers who had been using the steam rail- 
fads. In 1923 this coach Jine carried approximately 
| 30,000 passengers. % 


REDUCTION OF.’ THE JITNEY PROBLEM 


| Youngstown had been infested with jitneys, about 
ne to every 1,000 inhabitants, all operating on the best 
\f the street car thoroughfares. In Youngstown today 
jitneys are a small problem. ; 
|The Pennsylvania-Ohio experience clearly indicates, 
0 state it most conservatively, that a high-class motor- 
oach service, between the same termini, is not a deadly 
ompetitor. It tends to prevent the entrance of inde- 
yendent operators, and demonstrably it builds up a 
tind of patronage distinctly its own. 


MASS TRANSPORTATION IN LONDON 


_ As engineers—and the transportation industry is 
jased upon scientific work—we at least realize the neces- 
‘ity of taking into consideration known facts, and 
mong these facts one may call attention to some fig- 
ures which seem to be of considerable interest, perhaps 
special significance. The figures are from London and 
relate to the number of passengers carried by the vari- 
mus forms of transportation in that city in the years 
1920 and 1924. Briefly, they are as follows: 


Undertaking 


1920 1924 
Underground railways ......:..... 7122,586,489 570,265,744 
REE SR ON ME SS Tal wile ddan) say4. s).0\ve\.anie 1,055,761,207 968,610,159 
MOUOr GOACHES! See he ste ee ee 930,254,213 1,451,689,700 
Suburban branches of main line 
ONES Oli etek ale sia ih brn sie Deere s 368,000,000 344,000,000 


In other words, more than 40 per cent of the traffic 
was motor coach traffic. 

Two things in the above are of special interest. The 
irst is, of course, that only the motor coach shows an 
ncrease. This is undoubtedly due in part to extensions 
motor coach service, which may be regarded as a 
lirect reflection of its popularity. Decreases are, per- 
laps, due in part to unemployment. 

The second interesting point is that the motor coach 
n 1924 in London carried more passengers than were 
arried in the city of New York by the Interborough 
Rapid Transit Company (1,074,343,243), both subways 
ind elevated, in the fiscal year ended June 30, 1924. 

These figures are presented only for what they may 
ye worth. It is to be clearly understood that no 
rophecy is based on this London situation. 

It is our belief that the facts as given herein are im- 
ortant and of genuine interest to the street railway 
ndustry. Only on the basis of demonstrated or demon- 
trable facts can correct policies be formed for future 
ruidance of transportation problems. 

The electric railway in America has been and will 
ontinue to be an enormous factor in our welfare as a 
arrier of mass transportation. There will always be 
| great number of people unwilling or unable to pay for 


quality service. Differences in fare will maintain trade 
for each kind of service. 

The interest of our companies and the interest of the 
steam railroads and electric railways, as well as of 
the public, are one. The motor bus has its limitations 
and electric railway companies have serious problems 
to solve which necessarily take time before they can do 
what ultimately they hope to do. 

The questions and suggestions—for they are intended 
only as such—put forth herein, are not written in a 
spirit of dogmatism. On the contrary, there has been 
some hesitation as to whether the time had come when 
they should be thus publicly set forth. This hesitation, 
however, was overcome by the fact, that they are being 
carefully considered and freely discussed as of funda- 
mental importance by some of the outstanding leaders 
in the electric railway field. 

Our chief desire is to be helpful. And it seems that 
we would be doing the street railway industry a dis- 
service if we failed to point out what, to our best 
knowledge, are the possibilities as well as the limitations 
of the modern motor coach, even though they are, in the 
largest degree, yet to be realized in this country. 

The whole purpose of this article is to stimulate 
discussion, not controversy ; co-operation, not opposition; 
and in general to bring about a better understanding of 
our respective problems and possible remedies. It is 
most sincerely hoped it may be received in that spirit. 


Municipal Railway Affairs at Detroit 
Discussed Over Radio 


AYOR JOHN W. SMITH of Detroit, Mich., in an 
address made recently over WCX, the Free Press 
radio station, said in part: 

The only way in which a public institution can maintain 
public confidence is to permit all its operations to be subject 
to public scrutiny. Until recently, the operations of the 
Department of Street Railways have been a closed book. I 
believe it is important that every detail of public business be 
available for every citizen at all times. It will be so in the 
future. 

It is no excuse for the misuse of a public fund to say that 
that misused fund was put to a good use. If it were, it 
would be proper for me and the Common Council to take 
the money appropriated for the police department and use 
it for fire department purposes, or to take the moneys ap- 
propriated for the public schools and use them for the col- 
lection of garbage. The result of such a policy, however 
well intentioned, would be to abolish a municipal -activity, 
looked upon as a necessity. When the city uses its street 
railway revenues for construction purposes, and leaves its 
operating bills unpaid, it is in the same position a private 
individual would be if he used all his resources for building 
an addition to his home and left no money with which to 
buy clothing and provisions for his family. 

The Department of Street Railways is operating today at 
a profit. Colonel Wallace, the new general manager, has 
ordered new economies in operations. He has also ordered 
more cars and better service. Each of those orders means 
a bigger net income—the first by reduction of operating 
costs, and the second because it will attract more passen- 
gers, and result in more revenue. The city can operate its 
street car lines on the present fare, maintain its tracks, 
and improve its service. 

The only thing the city must do is to balance its books 
as of today. Its future business must be conducted in the 
open. It must charge its costs to the proper accounts. It 
must create no mythical funds. It must establish municipal 
ownership in this city and in all cities as a success. It can 
do this very simply merely by following the dictates of 
good business and by observing to the letter the commands 
of the city charter. 


Interurban, as Well as City Lines, Are Being Rapidly Improved, 
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Between Sheboygan and Elkhart Lake, This 


Was Replaced with the Steel Span Shown Below 


New Special Work in Place at Eighth Street and Pennsylvania 
Avenue, Sheboygan, Ready for Concrete 


Several other similar crossings have been installed by the Wis- With the Dayton tie construction, only 6 in. of concrete idl) 
consin Power & Light Company as part of the rehabilitation 


program in Sheboygan, Fond du Lac and Oshkosh. the tie angles. 


The Steel Span Which Replaced a Wooden Trestle on the Sheboygan-Elkhart 
with only 46 Hours’ Interruption to Service 


Lake Interurban 


New Track in Place on Eighth Street, Sheboygan, Was Built 
While Cars Were Routed on the Second Track 


required in’ a trench under each rail, and 2 in. is placed unden}, 


Was Put in 


Old Wooden Trestl 
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August 1, 1925 


PART of a general rehabilitation program initi- 


A 


ated three years ago, the rail lines of the 
Wisconsin Power & Light Company are rapidly 
being rebuilt where necessary to put them in first-class 
condition. A high-grade, permanent type of construc- 


_tion has been used both on special work and tangent 
' track. This has resulted in materially improved track 


on the various city properties operated by the com- 


pany, including Oshkosh, Fond du Lac and Sheboygan. 


In addition, extensive track rehabilitation has made a 
decided improvement on the interurban lines of the 
property. 

Faith in the future of rail transportation in these 
communities is evidenced by expenditures for way and 
structures rehabilitation, which by the end of 1925 will 
aggregate more than a quarter of a million dollars. 
This program was worked out upon the conviction that 
street cars in these communities will continue to be 
the backbone of the transportation system. At the same 
time, however, possibilities of the use of buses have 
not been overlooked. Buses are considered to have a 
valuable place as auxiliaries to the rail system both 
within and between the various communities. In some 
cases, where available traffic does not seem to warrant, 
consideration is being given to the substitution of 
buses for these short rail lines to avoid operation over 
poor track that it does not appear should be rebuilt at 
this time. 

The company’s general policy has been built on the 
principle that any public carrier, whether rail line or 
bus, if it is to continue giving service at all, must give 
first-class service that will measure up with the auto- 
mobile on the basis of comparative cost. Whether the 
transportation is by rail or bus should be determined 
upon the basis of the economics of a given situation. 
But if it is to be by rail, the track must be put in 
good condition as rapidly as possible, and then main- 
pened that way. 


‘ PERMANENT TYPE CONSTRUCTION USED 


It is felt by the company that there is unquestionably 
a marked advantage in resilient track construction from 
the standpoint of reducing noise of car operation. Al- 
though for this reason a ballasted type of foundation 
‘was preferable from the railway’s viewpoint, city engi- 

neers in each of the larger communities served have 
insisted upon solid concrete foundations. It was, there- 
fore, important from the standpoint of getting maxi- 
mum life in the track structure to use only the highest 
grade of materials and permanent design in the rest of 
the structure, both on special work and tangent track. 
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| in Wisconsin Cities 


More than a Quarter of a Million Dollars Being Expended for Way 
and Structures Rehabilitation During Three-Year Program — Con- 
ie crete Foundation and Paving, Dayton Resilient Ties, Welded Joints 
and Manganese Special Work Used to Insure Permanent Construction 


q By A. A. Oldfield 


Engineer Maintenance of Way, Wisconsin Power & Light Company, 
ond du Lac, 


is, 


At the same time careful attention has been given to 
the negative return circuits. 

Highth Street in Sheboygan is typical of the con- 
struction on tangent track. In this case, about 950 ft. 
of double track was installed with 93-lb. Lorain section 
507 rail. This was laid on Dayton ties, supported on 
6 in. of concrete in trenches under the rails and 2 in. 
at the center below the tie angles. The top paving 


Preheating and Pouring Feralite Welds in Sheboygan. 
Note the Old Foundation in Place Under the Ties 


course was mixed in the following proportions: Two 
sacks of cement; 2 cu.yd. crushed granite 4 in. to 14 in.; 
1 cu.ft. crushed granite 4 in. to dust, at least 40 per 
cent to be retained on a 4-in. screen. This paving was 
reinforced with American Steel & Wire Company’s 
fabric No. 058 R. Joints were Feralite welds. This 
construction has proved very satisfactory, and no joint 
failures have been experienced after about two years 
of service on the first installation of this type. Accom- 
panying illustrations show the various stages of this 
work together with the details of the design. 

On special work, similar permanent construction has 
been used. A typical full crossing is illustrated at 
Highth Street and Pennsylvania Avenue in Sheboygan. 
This is full concrete construction on white oak ties. 
The high, or outside rail of the curves, like that used 
for tangent track on Eighth Street, is 7-in. Lorain 
section 507, 93 lb. per yard. The low, or inside rail 
of the curves is Lorain section 468, 140 lb. per yard. 
The switches are solid manganese and all mates and 
frogs are the hard center type. At this particular 
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crossing the special work was furnished by William 
Wharton, Jr. & Company. All joints were bolted tight 
and Una bonds were installed. Two negative cables, 
each consisting of No. 0000 bare copper, were run 
through the entire crossing in each direction. These 
were tied to each rail with two terminals, and were 
also tied together at the center of the crossing.: In 
addition special long Una bonds were installed across 
all the angles in the special work and were connected 
to the negative cables. 

Direct drain connections were made from switch dirt 
boxes to the city sewer system. These were run in tile 
straight down from the switch to a point below the 
frost line, to avoid freezing under the severe winter 
conditions encountered. To avoid breakage of the tile 
at the connection to the dirt box, it was terminated 
about 3 in. below the collar of the box, and a connection 
was made with a copper sleeve fitted inside the tile, 
the joint then being packed with tow. 

A similar crossing at Eighth Street and Michigan 
Avenue is illustrated. Practically all of this work was 


Finished street surrace-.. 


With This Type of Track Construction Only 2.6 Sq.Ft. End Area of 
Additional Excavation and Concrete Is Required Over that 
Needed with no Tracks in the Street 


done under traffic, one track being kept in operation 
while the other was under construction. Special work 
was bolted up tight in place in the trench, and was 
then raised to grade on 6-in. x 8-in. x 12-in. blocks 
sawed up from old ties. Concrete work was done by 
city forces on a cost plus basis. 


CITIES PAY PAVING COST 


In the cities of Oshkosh and Fond du Lac the com- 
pany has been relieved of paving costs, in accordance 
with the principle generally accepted in Wisconsin, that 
the car rider should not be burdened with the cost of 
paving that is installed primarily for other forms of 
vehicular traffic. Under this arrangement, only the 
additional cost incident to the tracks being in the 
streets is charged against the car rider. With Dayton 
tie construction the extra concrete work is compara- 
tively small, as shown in the accompanying cross-section 
of the track. This requires only 2.6 sq.ft. end area of 
additional excavation and concrete over and above what 
would have been required if no tracks were in the street. 
A 6-in. trench of concrete is placed under each rail, and 
2 in. of concrete is used at the center, under the angles 
of the ties. The contractor makes a separate bill for 
this section of the work, which is paid by the company, 
while the remainder of the paving cost is paid by the 
city. For the past three years, the total cost of con- 
crete work of this type has averaged $1.25 per lineal 
foot of track for single-track construction, including 
a total track zone 8 ft. wide. 

A similar division of paving cost is carried out in 
Plymouth, between Oshkosh and Fond du Lac. 

Another pieze of high grade construction of a dif- 
ferent type was installed at the approach to the Main 
Street bridge in Oshkosh. In this case the rail was 
changed from 60 lb. to 127 lb. White oak ties were in- 
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stalled on 8 in. of crushed stone ballast. This was carri 
half way up the tie, and concrete paving was us 
On the bridge structure joints were bolted. On th 
remainder of the approach they were of the Feralite 
welded type. The city paving on either side of the track. 
on the approach was of brick. When the trackwork 


had been completed, this old brick was covered with | . 
asphalt by the city, and the entire approach was thus } 


put in first class condition. 
proach, 
was rebuilt. A double right-hand branch-off was in- 
stalled at the intersection. 


From the end of the ap- | 


welded joints. The special work on this job was similar | 
to that used in Sheboygan. 
Buda Company. 

On the company’s interurban lines, a similar recon-_ 
struction and improvement program has been steadily 
under way. All spikes have been reset and the track 
regaged. 
resurfaced, using old ballast. 


about 5 miles of line new ballast was distributed | 


More than 33,000 new ties have been installed, and ten 


south, three blocks of single-track structure | 


All of this work was put in \ 
on white oak ties, using Metal & Thermit Company | 


It was furnished by the | 


Approximately 23 miles of track has been |} 
_This was worked under 


<u OE te A ie A OO ROTTS 


new heavy type steam railroad crossings have been sub- i 


stituted for old crossings that were in bad condition. 


Between Sheboygan and Elkhart Lake, on a line that — 


hauls many gravel trains into Sheboygan, a wooden 


trestle that blocked a highway has been replaced with i 


a steel span. 


It was important that the construction be | 


carried out with as much dispatch as possible to avoid ie 


tying up the gravel business. 


After careful. advance i} 
preparation, the line was closed for only 46 hours. | 


Concrete footings were built on either side of the high- | 


way between the bents of the old structure. 


The span | 


was then carried on a temporary structure while the | t 
remaining footings were installed. Finally the old span |) 
was taken out and the steel work erected with no || 


serious delay to traffic. 


First Triplex Units Placed in Service 


WO of the triplex permanently joined cars recon- | 


structed by the Brooklyn-Manhattan Transit Cor- 


poration, New York City, were placed in service on its || 
Brighton Beach line July 23. Additional units will go |) 
into service as rapidly as they are completed, until 25 | 
units now under construction are ready. The intention | 
is to transfer these units to the Fulton Street line as’ | 


soon as longer station platforms, now being constructed, 
are completed. The triplex units were reconstructed 


from some of the company’s 1400 type motor cars and fi 
These units consist of three car |} 


elevated trailers. 
bodies permanently joined together. 
at each end and a trailer in the center. 


Motor cars are 
The details of 


the construction of these cars were described in ‘the | 
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The sale of first mortgage bonds of the Houston | 


Electric Company, Houston, Tex., was started by two 
trainmen’s meetings June 1 and 2. At this time Gen- 
eral Manager Wood carefully explained the reasons why 
refinancing was necessary and the several plans under 
which bonds could be purchased. About $40,000, par 
value, of bonds were taken at these meetings. On 


June 8 the public sale started and on June 13, at noon, © 
the entire quota of $1,000,000 had been sold, being nine © 


full sale days, the first of which was a bank holiday. 


New England Club Visits 
Mount Tom 


ELEGATIONS from Boston and 
Providence traveling in ‘de luxe 
—, together with a wide representa- 
‘ion from various points throughout 
ee England, gathered at Holyoke on 
‘uly 23 for the annual outing of the 
New England Street Railway Club. 
| All told, about 300 members and 
uests enjoyed a luncheon at the Hol- 
yoke Canoe Club as a preamble to an 
ufternoon’s program of sports. and 
mtertainment. Athletic contests for 
jadies and men, followed by tennis, 
baseball, and golf matches were heartily 
pnjoyed by all. An informal dinner at 
the Mount Tom Summit House with 
dancing concluded the list of events. 
Most of the visitors motored to Hol- 
yoke and gathered at the Holyoke Street 
Railway’s offices shortly before noon, 
where welcomes were extended by a 
committee headed by George E. Pellis- 
sier, assistant general manager of 
the Holyoke company. Following the 
arrival of large delegations in buses 
from Boston and Providence, an auto 
caravan headed for the Canoe Club at 
Smith’s Ferry, where luncheon was 
served. Mayor John F. Cronin, address- 
ing the crowd from a piazza of the 
clubhouse, said he would be glad to 
have the visitors judge the city by the 
caliber of its street railway officials. 
Sport contests were equally divided 
between men and women, with the wo- 
men’s events drawing the greater 
number of contestants. Chief honors 
went to Andrew and William Scott of 
Medford, Mass., sons of Andrew S. 
Scott, superintendent Boston Elevated 
Railway. They took firsts and seconds 
in most of the events in which they 
were entered. The water contests 
afforded great amusement, especially 
when Edward Dana, general manager 
Boston Elevated Railway, succeeded in 
capsizing and ducking George Pellissier. 


COMING MEETINGS or 
Electric Railway and 
Allied Associations 


August 12—Metropolitan Section 
A.E.R.A., Summer Outing at Pelham 
Bay Park, New York, N. Y. 

August 18-1;— Wisconsin Utilities 


ae etion, Hotel Wausau, Wausau, 


is. 

August 27-28—Iowa Electric Railway 
Association, Operators’ Section, Han- 
ford Hotel, Mason City, Iowa. 

Sept. 10—Central Electric Railway 
Master Mechanics Association, Grand 
Hotel, Anderson, Ind. 

Sept. 18-19—Central Electric Traffic 
Association, Yellow Banks’ Hotel, 
Webster Lake, Ind. 

Sept. 28-Oct. 2—National Safety 
Council, Cleveland, Ohio. 

Oct. 5-9—American Electric Railway 
Association, annual convention and 
exhibits, Young’s Million Dollar Pier, 
Atlantic City, N. J 
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The chief announcer of the events was 
Capt. Alonzo R. Williams of Providence, 
whose lusty voice and keen wit kept 
the crowd in good humor. 

These contests were followed by a 
costume baseball game between teams 
composed of railway and manufactur- 
ing members, the former winning by a 
score of 9 to 8. At the dinner, served 
on Mount Tom, Louis D. Pellissier, 
president Holyoke Street Railway and 
president of the club, made an address. 
On behalf of the club, Charles C. Pierce 
warmly thanked the Pellissier brothers 
for their efforts in making the outing 
one of the most successful in the 
organization’s history. 


merican 


Association News 


T. & T. Executive 


RACTICALLY the entire day was 

spent in the review and editing of the 
four committee reports of the Trans- 
portation and Traffic Association at 
the executive committee meeting held at 
association headquarters July 29. 

The executive committee had extended 
invitations to the committee chairmen 
to be present. Of these A. H. Fer- 
randou appeared. Members of the ex- 
ecutive committee present at the meet- 
ing were T. C. Cherry, chairman; Paul 
E. Wilson, J. V. Sullivan and W. H. 
Boyce. 

The reports of all committees were 
completed and covered the following 
subjects: Accident Prevention, Charles 
W. Chase, chairman; Bus Operation, 
A. H. Ferrandou, chairman; Selling 
Transportation, W. E. Wood, chair- 
man, and Traffic Congestion, G. P. 


Anderson, chairman. 


Each report was considered carefully 
by the executive committee. After 2 
thorough discussion the various reports 
were approved for printing and dis- 
tribution to the members prior to the 
October convention at Atlantic City. 

Following the approval of the papers, 
a tentative program for the T. & T. 
Association meetings at the coming 
convention was made up. On Monday 
afternoon of convention week the ques- 
tion of bus operation will be the chief 
subject at the meeting. On Tuesday 
afternoon a joint session with the 
Claims Association will be held, at 
which time the report on Accident Pre- 
vention will be given. On Thursday 
afternoon the two papers on Traffic 
Congestion and Selling Transportation 
will be presented and discussed. 

The next meeting will be held at 
11:30 am. in Atlantic City on Sunday, 
Oct. 4, prior to the convention. 
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Engineering Association 
Nominations 


OMINATIONS for officers and 

members of the executive com- 
mittee of the American Electric Rail- 
way Engineering Association for the 
coming year have been made as fol- 
lows: 

President—R. C. Cram, engineer sur- 
face roadway, Brooklyn - Manhattan 
Transit Corporation, Brooklyn, N.Y. 

First Vice-President — Charles R. 
Harte, construction engineer the Con- 
necticut Company, New Haven, Conn. 

Second Vice-President—Daniel Durie, 
general superintendent West Penn 
Railways, Connellsville, Pa. 

Third Vice-President—R. H. Dal- 
gleish, chief engineer Capital Traction 
Company, Washington, D. C. 

Secretary and Treasurer — J. W. 
Welsh, executive secretary American 
Electric Railway Association, New 
York, N.Y. : 

Members of Executive Committee: 
E. H. Scofield, engineer power and 
equipment Twin City ‘Rapid Transit 
Company, Minneapolis, Minn.; M. B. 
Rosevear, superintendent of distribution 
Public Service Railway, Newark, N. J.; 
F. H. Miller, vice-president Louisville 
Railway, Louisville, Ky.; W. F. Graves, 
chief engineer Terre Haute, Indian- 
apolis & Eastern Traction Company, 
Indianapolis, Ind. 

The nominating committee, appointed 
by President C. H. Clark, consisted of 
the following: Adrian Hughes, Jr., F. 
R. Phillips, E. P. Roundey, H. M. 
Steward and H. H. Adams, chairman. 


Outing of Metropolitan Section 
on Aug. 12 


PORTS, athletic events and a shore 
dinner will feature the first annual 
outing of the Metropolitan Section of 
the A.E.R.A., to be held on Wednesday, 
Aug. 12, at Pelham Bay Park. The 
program of entertainment includes golf, 
baseball, track, field and marine events. 
The golf tournament will start at 9 a.m. 
on the.course of the New York Athletic 
Club. Track, field and marine events 
are to take place at 2 p.m. and a base- 
ball game will start at 4 p.m. A shore 
dinner will be served at 6 o’clock. 
Pelham Bay Park, the scene of the 
outing, is on Long Island Sound at the 
northeasterly end of Bronx Borough. 
It is at the terminus of the Pelham 
Bay Branch of the Interborough Rapid 
Transit lines. It is also directly con- 
nected with the Third Avenue Railway 
system in the Bronx. Automobiles can 
reach the park by way of Fordham 
Road and Pelham Parkway. 
Applications for tickets should be 
sent to William B. Wheeler, 2396 Third 
Avenue, New York. Member tickets 
are $3.50 each and guest tickets $5 each. 
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Turntables Used for 
Truck Removal 


ECAUSE the James Street car- 

house of the Connecticut Com- 
pany, New Haven, has two floors, 
the upper of which is used for car 
storage, the headroom in the lower 
floor is limited. This makes the 
removal of trucks from under car 
bodies somewhat of a problem be- 
cause the cars cannot be jacked up 
in the ordinary manner. Various 
methods to accomplish this were con- 
sidered by the company, but it was 
thought that the expense of drop 
pits or similar devices was hardly 
justified. Instead, two turntables 
have been installed, one on each of 
two adjacent tracks. Rails are laid 
in the floor connacting these two 
turntables. This arrangement is 
shown in an accompanying illustra- 
tion. 

Procedure for the removal of 
trucks is now as follows: The turn- 
tables are bolted in position with 
their rails in the line of the tracks. 
A car is run in with its front truck 
on the turntable. The body is then 
lifted up a short distance by means 
of two chain hoists, one on each side. 
As soon as the body is clear of the 


| 
=| 
| 
|) 


| 


truck, the table is turned and the 
truck pushed over onto the second 
turntable. This is then turned into 
line with the other track and the 
truck moved to the overhauling sec- 
tion. The car body is lowered onto a 
dummy truck. The same procedure 
is followed for the rear truck. Be- 
cause less headroom is required to 
raise the car body clear of its trucks 
on the side than would be required 
to raise it so that the platform 
clears, truck removal has been pos- 
sible where otherwise it could not be 
accomplished. 


Lamp Shield with Gne 
Side Open 


ACHINE tool lighting is best 

given by lamps shielded so as 
to keep direct rays from the eyes 
of the workmen. In order to pro- 
vide such a shield and also to 
arrange so that the lamp over a 
band saw could be used for general 
illumination of the shop the Man- 
hattan Bridge Three-Cent Line has 
equipped the shade with a revolving 
shield. A standard metal reflector 
is used over the lamp and a shield 
6 in. wide surrounds the lower edge 
of the reflector for two-thirds of its 


On Account of Low Headroom in this Carhouse Trucks Are Removed Sideways 
from Under Car Body by Using Turntables 


= 


circumference, the remaining third 
being left open. This shield is sup| 
ported by five straps which are 
riveted to a _ clamping support 
fastened to the conduit which holds} 
the lamp in position. The shield 
can thus be revolved, so that in|| 


a 


- £ Conduit 


Supporting straps 
rivered to suppor? 
and shield, 
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an 
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No shila for \\ 
5 crcurnference | 
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Sheet iron 5 i | 

Held ie 

Lamp Shield Arranged to Surround Part of} 

the Circumference of a Metal Reflector, || 

the Remainder Being Left Open for | || 
General Illumination few 


working at the band saw the oper: | 
ator has the shielded side toward | 

him and the rays are directed on\j 
the work. When not used at the it 
band saw the shield is turned around || 
so that the open side allows the rays |, 
from the lamp to be used for gen- || 
eral illumination of other parts of | 
the shop. 


| 
Bulldozing Machine Utilizes | 
| 


Old Brake Cylinder 


F MUCH use in the shops of the | 

Reading Transit Company, Read- | 
ing, Pa., is a handy portable bull-_ 
dozer made from an old air-brake 
cylinder. All parts of the shops of | 
this company are supplied with com- 
pressed air. A rubber hose connects 
the outlet in the blacksmith shop to | 
the brake cylinder, which has been | 
mounted in a horizontal position on 
a small hand truck. Detachable heads 
of various shapes are provided for | 
the piston. A flat steel plate has | 
been shaped to support the brake | 
cylinder and also to form a working — 
table just below the piston, as shown 
in the accompanying illustration. 
When it is desired to bend small rods 
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Air Cylinder Equipped with Suitable Dies Makes a Handy Bulldozing Machine 


or strips they are heated in the forge 
and placed on the table of the ma- 
chine. The proper dies having al- 
ready been inserted, air is admitted 
through an engineer’s valve into the 
brake cylinder and the rod is quickly 
given the desired shape. 


Heating Stand for Shafts 
and Axles 


By J. L. BROWN 


-- Master Mechanic Dallas Railway, 
Dallas, Tex. 


ONSIDERABLE trouble has 

been experienced from loose pin- 
jons on armature shafts in Dallas. 
This usually results in damage to the 
pinion seat and keyway of the shaft. 
Practically all shafts, where a pinion 
becomes loose in service, are more or 


me, Sea, * = 7 
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less damaged. In order to reclaim 
these shafts and insure the proper 
pinion and key fit it has been the 
practice to build up the pinion seat 
and keyway by welding. Early at- 
tempts at doing this work were 
rather crude. It was necessary to 
preheat the shaft before welding to 
insure the proper fusing of metal and 
to relieve any strains set up during 
the process. An old gear case filled 
with coke was at first used as a sub- 
stitute for an ordinary blacksmith 
forge to preheat the shaft. This 
proved unhandy and costly from the 
standpoint of time. 

Efforts to devise some method of 
doing this work in a satisfactory 
manner led to the development of the 
portable preheating and annealing 
stand shown in the accompanying 


Portable Preheating and Annealing Stand for Reclaiming Armature Shafts and Axles by 
e the Dallas Railway. It Is Adjustable for Different Lengths of Shaft 
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illustration. This is made up of pipe 
so as to be light in weight and is 
mounted on rollers so that it can be 
conveniently moved about the shop. 
The longitudinal pipes at the bottom 
extend beyond the rear wheels of the 
stand a considerable distance to al- 
low adjustment of the firebox for 
varying lengths of work. The hori- 
zontal pipes have small holes drilled 
3 in. apart in which pins are inserted 
to hold the box support in place. 

Not only armature shafts, but also 
worn buttons’and journals on axles 
are welded on this stand. In prepar- 
ing for a weld, the armature shaft or 
axle is placed on the stand and the 
firebox is adjusted to the point of 
the shaft or axle which is to be 
welded. The box is then filled with 
enough coke to surround the shaft. 
A combination gas and compressed- 
air torch is inserted in a hole in the 
side of the firebox, as shown in the 
illustration. This torch heats the 
coke at the same time it is heating 
the parts to be welded. After the 
proper temperature is obtained the 
gas is cut off at the heating torch. 
The part is then welded with an 
acetylene welding torch. During 
this process the fuel in the firebox 
is kept hot by the acetylene flame, 
and this aids in keeping the shaft at 
a uniform temperature. As_ the 
welding proceeds the armature or 
axle is gradually revolved in the 
stand on two roller bearings, which 
afford easy movement of the shaft 
and prevent scoring. 

A Milburn torch with a 10-J tip 
is used. It requires about six hours 
before the shaft is ready for machin- 
ing, four hours of which is allowed 
for cooling. 


New Equipment 


Available 


Lang Bus Body for 
Studebaker Chassis 


EGINNING a series of new 

bodies by the Lang Body Com- 
pany, Cleveland, Ohio, designed es- 
pecially for the Studebaker 184-in. 
bus chassis, the first one was com- 
pleted on July 21 and was exhibited 
to Studebaker officials. 

The new type is a regulation sedan 
for eighteen passengers and will be 
followed shortly by two other types, 
one a de luxe wicker chair car and 
the other a pay-enter type. 


174 


ELECTRIC RAILWAY JOURNAL 


This Lang Body for the 184-In. Studebaker Bus Chassis Is Framed in Ash and Paneled 
in Steel and Aluminum 


The sedan has five separate doors 
on the right side, giving access to as 
many cross seats. In addition it has 
an emergency door on the left side in 
the rear and a special door at the 
left of the driver’s seat. Seats and 
seat backs are upholstered in leather, 
the headlining in leather to match 
and the floor covering is linoleum. 
The Lang soft roof type of construc- 
tion is used; also the Lang combina- 
tion visor and destination sign. 

Regulating ventilators are pro- 
vided on all windows and there are 
three Nichols-Lintern ventilators in 
the roof, a vent in the cowl and one 
over the windshield. There are six 
dome lighting units, two rear stop 
lights, two rear marker lamps, 
illuminated destination sign, and 
interior driver’s signaling system. 

Luggage is carried inside the body 
in a space provided for it in back of 
the fourth cross seat. 

The general appearance is low and 
rakish. Coach lines have been used 
with a “‘bald-headed”’ roof similar to 
high-grade motor car construction. 
Its lines are graceful with full 
stream line effect from radiator to 
rear. The bonnet and body lines 
blend into a well-designed cowl. 


POWER STATION 


Track Circuit Signaling by 
Direct Current 


NEW arrangement of signals 

for use of direct current has 
recently been installed experiment- 
ally on the Metropolitan Railway, 
London, England. If found satis- , 
factory its use may be extended. 
The system is supplied by the Auto- 
matic Telephone Manufacturing 
Company, Liverpool and London. 
Both third and fourth conductor 
rails are used, so that the track rails 
are insulated from the power cur- 
rent. 

The main feature of this system 
lies in the use of a sensitive polar- 
ized relay of the telegraph type 
whieh takes the place of the usual 
polyphase, single-element vane or 
centrifugal alternating-current track 
relays, used for a.c. track circuits. 
The only function of this relay is to 
act as a rectifier for the local a.c. 
supply from the signal mains and so 
provide a pulsating unidirectional 
current for what is virtually stand- 
ard d.c. apparatus such as neutral or 
polarized relays, lever locks, track 
indicators, etc., the winding of the 
d.c. apparatus being of sufficiently 
high resistance to offer very con- 
siderable impedance to the a.c. cur- 
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rent so that they cannot possibly) 
operate unless they are energized by} 
direct current. | 

The whole of the energy required| 
for the operation of the controlling) 
circuits is obtained from a_ local} 
source, so that the contact pressure | 
of the controlling relay remains con-| 


of such an arrangement are con- % 
siderable, and they may be sum- 
marized as follows: 

1. Ordinary d.c. apparatus, auc 
as relays, lever locks, track indi-} 
cators, etc., may be used instead of | 
much more expensive and relatively | 
inefficient a.c. apparatus. 2 |} 

2. The use of a rectifier which will | ‘ 
operate on less than a hundredth | 
part of the current usually required | 
by a polyphase a.c. relay enables: | |) 
(a) Gondensers to be used at both || 
ends of the track circuit; (b) | 
longer lengths of track circuits to | 
be operated without cut sections; | 
(c) current to “feed” end of track | 
to be considerably reduced; (d) high | 
“shunting effect” on the track cir- | 
cuits, thus increasing safety. 

Rail impedance and ballast leak- | | 
age, which play such important parts ie 
in the standard type of track cir- | 
cuits, become negligible factors im | 
this system. All that is required is } 
that sufficient energy be put into the | 
track circuit to keep the tongue of | 
the rectifier relay in constant move- | 
ment, after which it becomes an ex- | 
tremely simple matter to adjust the |) 
phase relationship of the rectifier | 
with the local supply by means of an | 
adjusting screw provided for this | 
purpose. This setting, having once | 
been obtained, remains constant | 
under all conditions, and the rectifier 
will not require any further atten- | 
tion. 
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August 1, 1925 


| No Street Car vs. Bus Test 
in Detroit Now 


H. U. Wallace, general manager 
| Detroit Department of Street Railways 
at Detroit, Mich., and President Evans 
| of the Detroit Motor Bus Company have 
_ reported to A. T. Waterfall, chairman 
of Mayor Smith’s traffic committee, re- 
garding the proposal to test the ability 
of buses to handle mass transportation 
on Woodward Avenue to the exclusion 
of street cars. The report states that 
this present volume of traffic on Wood- 
ward Avenue could not be handled by 
the motor bus company with its present 
equipment. The question of the bus vs. 
street cars on the main arteries and 
particularly Woodward Avenue was 
earefully considered and intimately dis- 
cussed. The opinions submitted are as 
follows: , 


4. That the volume of traffic on Wood- 
ward Avenue could not be handled by the 
Detroit Motorbus Company until it has 
received sufficient additional equipment to 
handle the loads, without entirely disrupting 
the service in districts now served exclu- 
sively by bus. 

2. There is no question in our minds of 
the ability of the bus to handle the volume 
of traffic on Woodward Avenue. 

3. The cost per mile of the electric rail- 
way operation and bus operation are almost 
identical, except that the sinking fund 
reserve for the Street Railway Department, 
which is equal to 10 cents per mile, makes 
the total railway cost approximately 10 
cents per mile higher than the cost by bus. 

4. In considering bus operation, the basis 
of handling the traffic is with all passengers 
seated. 

As the Street Railway Department is 
now engaged in an exhaustive investigation 
of the entire system and its needs we be- 
lieve that any change of the kind suggested 
would best be deferred until that investi- 
gation has been completed and a full report 


received from the street railway manage-. 


ment. This report will probably be sub- 
mitted by the fall. 

Among other subjects discussed at 
the last meeting of the traffic commit- 
tee was the problem of one-way traffic 
streets and prohibition of parking on 
these thoroughfares during the hours 
fixed for one-way traffic. The police 
department traffic division will be called 
on by the joint committee for one-way 
traffic recommendations. 


Key System States Opposition 
to Ferry-Bus Project 


The Key System Transit Company 
-and the Southern Pacific Company have 
joined forces in a fight against the pro- 
posed new ferry from Berkeley, Cal., to 

San Francisco and the bus line in 
Berkeley. The Berkeley City Council 
‘has voted a 50-year terminal leasehold 
‘to the Golden Gate Ferry Company and 
now it is up to the supervisors of San 
Francisco and the California Railroad 
Commission to decide finally in the 
matter. Officers of the ferry company 
‘have expressed confidence in the out- 
‘come of the fight and have declared 
‘that automobile and passenger traffic 
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will be in operation between the two 
cities within ten months. 

George H. Harris, general manage1 
of the Key System, has addressed a 
letter to the Berkeley City Council in 
which notice is given that his company 


will fight the granting of the franchise 


for the proposed ferry and its supple- 
mentary bus line in Berkeley. The let- 
ter says that the establishment of the 
ferry and bus line by the Golden Gate 
Ferry Company, or any other company, 


. 


would mean competition with its serv- 
ice, which is adequate to supply the 
demands of the public. He further 
states that in order that its system 
might be adequate the company has 
incurred large capital expenditures; 
that the present return upon said capi- 
tal is inadequate and the return thereon 
will be further impaired by the com- 
petition referred to, and will result in 
increased cost to the company and its 
patrons. 


Business Men Back Mr. Mitten 


Say Present Fare Is Essential to Future Development of Property— 
Expert for Commission Delves Into Company Payments— 
Mr. Mitten’s $16,000 Secretary 


‘IX outstanding business organiza- 
tions of the city offered resolutions 
on July 22 before the Public Service 
Commission in session in City Hall urg- 
ing that the Philadelphia Rapid Transit 
Company be permitted to maintain its 
present 73-cent ticket fare as a means 
to the further improvement and exten- 
sions of the systems. The Market 
Street Merchants Association even went 
so far as to run a newspaper advertise- 
ment called “Drop Fare Fight.” 

Dr. Milo R. Maltbie, expert engaged 
by the commission at the urging of 
Governor Pinchot, was called to the 
stand on July 22 for direct examination 
by Frank M. Hunter, counsel for the 
commission. Dr. Maltbie went into a 
lengthy review of accounting methods 
used by the P. R. T., and was followed 
on the stand by J. Rowland Bibbins, 
the expert employed by the city to 
bring out facts for the commission’s 
consideration, and his associates. 

The following account is condensed 
from the report of the hearing contained 
in the Philadelphia Ledger: 


Dr. Maltbie stated that the P. R. T. 
had carried as an expense during 1922, 
1923 and 1924 an annual appropriation 
of $50,000 to Willow Grove Park. He said 
this grant gave the P. R. T. the right to 
decide what type of amusements should be 
placed in the resort. 


WILLOW GROVE FINANCES 


Dividends from the amusement center, 
he continued, have been rapidly falling off. 
P. R. T. books in 1922 showed the railway 
had received $162,140 in dividends from 
the park. In 1923 this figure fell to $88,- 
440, while in 1924 P. R. T. received noth- 
ing from the park. The witness said he 
had asked to examine the books of the 
Willow Grove Park Company, but that an 
examination had been refused. 

“In a report to the Auditor-General of 
Pennsylvania,” Dr. Maltbie said, “the Wil- 
low Grove Park Association reported the 
total value of its outstanding stock at 
$1,474,000. This figure is $558,000 less 
than the total of $2,032,000 showed as com- 
mon and preferred stock of the Willow 
Grove ‘Park Company on the P. R. T. 
books. I cannot explain this difference 
without access to the amusement company’s 
records.” 

It was explained by P. R. T. Officials 
that this seeming difference resulted from 
the fact that the report to the Auditor- 


General was made for the fiscal year be- 
ginning June 1, 1924, while the P. R. T. 
books were kept for the calendar year be- 
ginning Jan, 1. 


TILT OVER EMPLOYEES’ WAGES 


_ During the first six months of that year, 
it was explained, the Willow Grove Park 
Company conveyed to the P. R. T. the 
Burd Home tract at 63d and Market Streets 
in exchange for the preferred stock of the 
Willow Grove Company held by the P. R. T. 
This transfer accounted for the difference 
mentioned by Dr. Maltbie; it was declared. 

Mr. Ballard interjected several questions 
concerning Willow Grove Park. 

“Ts it not true, Dr. Maltbie, that no part 
of our investment in Willow Grove Park 
has appeared in our valuation?’ he asked. 

“I believe not,” was the reply. 

“And do you not consider the Willow 
Grove Park an excellent thing for the peo- 
ple, whether it makes money or not? It 
certainly stimulates travel, does it not?” 

“T am not prepared to say,” Dr. Maltbie 
replied hesitantly. 

“T thought you were prepared to say 
anything,’ Mr. Ballard remarked. 

Dr. Maltbie testified that during 1920 
and 1921 the basic wage approximated 67 
cents. During the two following years the 
average wage decreased about 4 cents. 

sD you know that this seeming reduc- 
tion in wage was more than made up by 
the contingent wage fund which represents 
the money saved by the men?” Mr, Ballard 
asked, adding: “This is the fund that at 
one time was known as the wage dividend 
fund, and the men voluntarily permitted 
their base wage to be reduced in order 
that the proportion of the wages which 
they were to save might not be impaired.” 

“I have another table which I will pre- 
sent later,” the witness began. 

“Oh, come, be frank, Dr. Maltbie,” Mr. 
Ballard interrupted. ‘Don’t you know that 
the men acceded to this reduction?” 

The witness replied he had not yet ana- 
lyzed the wage dividend fund. 


INCREASE IN SALARIES 


’ Dr. Maltbie testified concerning the vari- 
ous salary accounts of the P. R. T. One 
account, he said, showed an increase from 
December, 1918, when it was $381,542.84, 
to 1924, when this account was placed at 
$727,850. 

“This does not include all of the salaries 
by any means,” Dr. Maltbie explained. “It 
is just an analysis of the payroll of the 
high salaried officials.” 

Mr. Ballard asked: 
back to 1918 
reply was: 

“The estimate was taken 
1918, just before 1919.” 

“Was 1918 better for your purposes?” 

“T do not know; it was supplied to me 
by the commission.” 

Dr. Maltbie continued his analysis of the 


“Why do you go 
in this one instance?” The 


in December, 


account and said that the salary and ex- 
penses of the general office clerks had 
showed an increase of $60,000 between 
1922 and 1923, due to transfer of other 
accounts. : 

The next phase of the analysis touched 
upon the legal expenses of the P. Ries 
Dr. Maltbie said the amount covered legal 
expenditures in the valuation case and 
other extra services and not for the current, 
everyday legal work of the company. 

Among the lawyers he named receiving 
such fees were Mr. Joyce, former Judge 
Gordon, Mr. Ballard and David J. Smyth, 
former City Solicitor. 

“Some vouchers do not state the purpose 
of the payments, such as that to Mr. 
Smyth,” said Dr. Maltbie. ‘When we in- 
vestigated Mr. Smyth’s account we were 
told that his fee was paid for his services 
for endeavoring to procure transit rights 
over the Delaware River Bridge.” : 

Mr. Ballard interrupted at this point to 
say: “It is only fair to Mr. Smyth to say 
that this was long before he was employed 
as counsel for the Delaware River Bridge 
Joint Commission.” 

Dr. Maltbie then discussed an account of 
$12,000, annual salary paid to William Lin- 
ton, and a $10,000 annual salary to John P. 
Connelly, former City Solicitor. He read 
two letters explaining these accounts, the 
first from Mr. Joyce and the second from 
Mr. Ballard. 


REFERS TO LINTON’S SERVICES 


“Mr. Joyce’s letter, which is dated June 
29, 1925, said: ‘Mr, Linton does not give 
all of -his time to the P. R. T. His work 
related in this account to services in rela- 
tion to workmen’s compensation insurance 
bills which were submitted -in the last 
Legislature.’ 

“The letter regarding Mr. Connelly was 
dated by Mr. Ballard as of June, 1925, and 
relates: ‘Mr. Connelly was retained at my 
suggestion to give the benefit of his advice 
on all matters pertaining to relationship 
with the city. His knowledge of city affairs 
is greater than that of any other lawyer, 
and I held frequent and prolonged con- 
sultations with him. His retainer I con- 
sider’ a very moderate one.’” 

-Dr. Maltbie then took up miscellaneous 
and general items which he said in 1924 
totaled $223,000. Some of the items he 
touched upon were, ‘Service Talks,” $39,- 
260,78; a trip of the Co-operative Com- 
mittee to Buffalo, $17,878.17. (This covered 
the wages of the men while away on the 
trip and the expenses.) 

Dr. Maltbie then discussed the item of 
valuation expenses. He said: 

“This account does not cover all of the 
cost of the valuation proceedings. The 
total account of the four years covered 
here is $603,000. in Mr. -Myers’ account 
there is $400,000 more which does not ap- 
pear in this account. Some $350,000 of 
this amount appears for law expenses. 

“In 1924, $99,980 was paid to Mr. Joyce 
and in the same year in the operating 
account there is a charge against Mr. 
Joyce of $95,000. 

“Including salary and wage dividends 
and other expenses, the charges to Mr. 
Joyce last year for his services were $226,- 
737. In addition to this there was a charge 
of $32,000 for an assistant. 

“In the same year Mr. Joyce received 
fees from the International Railway, Buf- 
falo, but I have no details on this account.” 

Mr. Joyce explained privately that the 
amount received by him last year included 
fees which had accumulated to his account 
during the long valuation proceedings in 
which he represented the company. 

Dr. Maltbie then declared that A. H. 
Chapman, who is secretary to Thomas E. 
Mitten, received a salary of $16,000. 

“Yes,” replied Mr. Ballard, ‘‘and he is on 
.the job any hour of the day or night.” 


The restoration of the former sema- 
phore system with a traffic policeman 
directing vehicular flow at each inter- 
section in Philadelphia, Pa., would en- 
able the Philadelphia Rapid Transit 
Company, to effect an annual saving of 
$390,000 in operating expenses through 
speeding up of car schedules on Market, 
Walnut and Chestnut Streets. This 
suggestion was made on July 24 by 
J. Rowland Bibbins, transit expert, 
testifying for the city in the continued 
hearing in the 74-cent fare case. 

His testimony was based on a review 
of traffic counts made by the Phila- 
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delphia Rapid Transit Company. It was 
a survey of this kind made by the com- 
pany which convinced the company of 
the timeliness and advisability of the 
Chestnut Street tube construction and 
the proposed removal of tracks from 
Chestnut and Walnut Streets. Other 
points brought out by Mr. Bibbins were 
that the P. R. T. had been able to 
realize only 65 per cent of the increase 
of the present fare over the old _ be- 
cause of the decreased riding which 
followed the advance. Further, the esti- 
mate of the city’s experts for antici- 
pated revenue during 1925 under the 
present rate of fare was $49,000,000, 
from which had to be deducted about 
$453,000 representing losses from bus 
line operation. That figure as brought 
out was almost the same as the P. R. T. 
estimate of $49,400,000 expected reve- 
nue with $400,000 deducted as a bus 
loss. 

At the hearing the previous day Mr. 
Bibbins presented a comprehensive re- 
port on the P. R. T. system, including 
its expenditures, economies, efficiencies 
and needs. He laid special emphasis 
on the necessity of a unified transit 
system and the possibilities of the bus 
service which the company had started 
and urged continued co-operation be- 
tween the city and the P. R. T. as a 
true solution of the transit problem. 

The hearing in the 74-cent fare case 
was continued on July 29 before the 
Public Service Commission in City Hall. 


Court Takes Jurisdiction in Twin Cities || 


Fares in Minneapolis and St. Paul Fixed by State Commission to Con- 
tinue for Six Months’ Period—Company Wanted 7-Cent 
Flat Fare at Once 


HE St. Paul City Railway and the 

Minneapolis Street Railway have 
won their point in that the federal Dis- 
trict Court has taken jurisdiction in the 
rate controversy and the Minnesota 
Railroad & Warehouse Commission has 
won a point in that three judges sitting 
jointly have ordered the commission's 
rate, effective on Aug. 1, of a fare of 
8 cents and ten tokens for 60 cents to 
continue for six months from that date. 
Meanwhile a trial will be conducted in 
chancery by the federal court to de- 
termine a fair permanent rate. 

The court denied an injunction asked 
by the railways to restrain the cities 
and the commission from interfering 
with the rate. The present rate of fare 
on both systems is 6 cents flat with 
universal transfer. 

The railways had asked a temporary 
but immediate flat rate of 7 cents. 
They declared the commission’s order 
of July 3, 1925, would result in con- 
fiscation of property. 

This controversy has been active ever 
since the 1921 Legislature gave the rate- 
making power to the commission. A 
series of hearings has been held and 
the commission declared a valuation 
for both companies’ properties and 
later based its order on this valuation. 
A petition by the commission for an 
order restraining the cities and the rail- 
ways from interfering with its rate 
was denied in the District Court of 
both counties on July 17. 

The order of July 22 by the federal 
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Detroit Employees Should Be | 
Under Civil Service 


It is mandatory according to 
home rule act for the Street Railw 
Commission to put its employees un 
Civil Service. This is the opinion 
a number of Detroit attorneys who have } 
been queried on the subject. The sec- 
tion of the home rule act which it is 


utility, the officials in charge of 
operation shall establish a system of | 
civil service for the selection of its || 
employees. The opinion is expressed |} 
that placing D. S. R. employees under | 
civil service would tend to take the | 
whole system out of politics, as the | 
city charter provides that all employees | 
coming under civil service shall be 
selected and classified by the City’s 
Civil Service Commission. 
It is pointed out by the attorneys |) 
that the law is plain and unmistakable, || 
and that both a legal and a moral duty } 
rests upon the members of the Civil We 
Service Commission to classify the em- ||| - 
ployees of the D. S. R. The opinion is || 
expressed that any taxpayer could | 
bring the question of the interpreta- |) 
tion of “reasonable time” into the | 
courts. The railway employees them- } 
selves could do this. It is further cited | 
that the courts have established many 
precedents that fix a “reasonable time.” | 


} 


court, Judges W. F. Booth, J. W. Moly- 
neaux and J. B. Sanborn, is that the 
court finds it has jurisdiction of the | 
suit; that it decrees the motion for an 
interlocutory injunction be denied with- | 
out prejudice, however, to a further ap- || 
plication by the plaintiff for an inter- || 
locutory injunction at the end of the | 
six-month ,period of operation under | 
order of the Railroad and Warehouse | 
Commission dated July 8, 1925, effec- | 
tive on Aug. 1, if plaintiff shall be so | 
advised. 

It is further decreed that the court } 
reserves jurisdiction of the subject mat- | 
ter of this application for injunction, | 
and of the parties thereto, and re- | 
serves its authority to add to, take | 
from, modify or supplement the order | 
hereby made at any time during pen- |} 
dency of the suit. 

In the St. Paul case the court or- | 
dered that if the city of St. Paul shal 
not carry out the suggestions made by 
the commission in the findings and 
order relative to rate of fare to be 
effective in that city and if the commis 
sion shall by reason thereof prior 
the expiration of the period of six 
months modify its order of July 
then the company may apply to the 
court for such modification of the pres 
ent order as may be necessary. This 
concerned heavier obligations laid on 
the railway than in the case of Minne- 
apolis in regard to paving, etc. 

Fares of 11,151,147 persons in four © 
years went into the fund which paid 


- 


| 
ugust 1, 1925 
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r making the valuations on which 
e commission based the order calling 
r continuation of the 6-cent rate for 
ssengers who buy ten tokens and 
cents for casual patrons paying cash, 
nich order was reduced by the court 
_July 22 to a period of six months. 
nder the 1921 law all the costs of 
sy and railways in naming the valua- 
ms are chargeable to the raikways. | 
The limitations placed on the cities 
e that the costs borne by the com- 
mies, must not exceed $150 a year for 
ch thousand of population. The com- 
ission gave the total costs of engi- 
ering service in making the valua- 
ms exclusive of “law expense” as 
93,824 for Minneapolis and $275,244 
rast. Paul. 


Service Threatened 


eorgia Interurban Line Unable to 
Meet Paving Charges—Mr. Beeler 
Commented on Situation 


The Georgia Railway & Power Com- 
iny has notified the authorities of 
ecatur, Ga., that it cannot and will 
»¢ meet the heavy paving charges 
ade against it this summer and that 
they insist on payment the company 
ill relinquish its franchise on the 
orth Decatur line, 6 miles long and 
le main artery of traffic between 


tlanta and Decatur, and leave the 


wn without trolley service. 
In addition to heavy paving assess- 
ents, the question of fares between 


tlanta and Decatur enters into the. 
. Decatur. 


mtroversy between’ the 
ithorities and the company. The 
‘iginal franchise which Decatur had 
ith the company called for a 5-cent 
wwe, to remain in force as long as the 
ivs were operated. Early in 1918 the 
ywer company protested that the fares 


‘ceived on the line could not possibly - 


iable it to meet expenses of post- 
ar conditions and asked that it be 


lowed to raise the fare to 7 cents. 


n Aug. 14, 1918, the State Railroad 
ommission, after an extended hear- 
2, agreed that the 5-cent fare should 
> increased and urged the authorities 
" Decatur to permit such an increase. 
he result was a refusal on the part 
' Decatur to make any change and a 
ng court fight between the city and 
1¢ company to secure an increased 
we. Finally the 5-cent fare was up- 
eld by the courts and has since been 
| force on the North Decatur line. 


Mule 


Car Resurrected for 


The Decatur situation was recently 
brought to the attention of the public 
in the report of John A. Beeler, which 
declared that suburban passengers in 
Atlanta were being transported at the 
expense of the city lines. Among other 
things, the report stated that the main 
Decatur line’s portion of the annual 
minimum interest charges of the street 
railroad was about $56,500, while the 
net income from operation failed to 
meet this by a total of $21,550. The 
report showed that the 5-cent fare 
reduced earnings on this line by $39,000, 
and that if it were not for the short- 
haul patrons living in Atlanta, who 
paid full fare for their rides, the De- 
catur interurban line would have lost 
$34,000 more annually. 

Preston S. Arkwright, president of 
the Georgia railways, says that with 
present fare conditions the line will 
continue to show a loss as long as 
it is operated and that the additional 
burden 6f paving charges would involve 
an expense of from $21,000 to $25,000, 
which was more than the line could 
bear. 


SECOND LINE IN SIMILAR PLIGHT 


If the service is discontinued by the 
company on the North Decatur line it 
will be the second of Atlanta’s suburbs 
to faee a-crisis in transportation in the 
brief period of two years. Service on 
the Marietta interurban line was ter- 
minated by the company some months 
ago on the grounds that unfair jitney 
competition made the line unprofitable. 
Service was -not restored until the city 
of Marietta had passed an ordinance 
forbidding the operation of buses and 
jitneys in competition with the rail- 
way line. 


Mule Car in Paducah Celebration 


During a centennial celebration, held 
on June 25 and 26, which was featured 
principally in Paducah, Ky., an old 
mule car was entered in a historical 
parade by the Paducah Railway, Inc. 
In this parade the old historic features 
incidental to the growth of the city 
were represented. 

The mule car was driven on this 
occasion by a man who at present is 
employed as an operator on the electric 
cars of the Paducah Railway and was 
a driver in the old horse car days. The 
railway lines at Paducah were elec- 
trified in 1889 and it is believed that 
they were the third to be electrically 
operated in the United States. 


Centennial Celebration 


New Program Discussed 


Mayor of Chicago and Railways Reach 
Understanding on Buses and New 
Rail Lines 


The Chicago Surface Lines and 
Mayor Dever have reached a ‘formal 
understanding regarding buses. As a 
result legislation is going forward for 
the first tryout of motorized feeders. * 
The Mayor also announced his deter- 
mination to sign ordinances calling for 
additional trackage agreed to by the 
City Council and the Surface Lines. 

The bus tryout will not be as ex- 
tensive as demanded by the Surface 
Lines, but it will go forward under 
happy auspices. , The line, 14 miles 
long, will run on Diversey Avenue 
between North Crawford and Laramie 
Avenues. Special arrangements were 
made by the city to couch the terms 
of an amendment in such language that 
the bus feeder ordinance will not alter 
the company’s construction obligation. 

The negotiations were carried on by 
Henry A. Blair, head of the Surface 
Lines, in behalf of his company, the 
Chicago Railways. Other track exten- 
sions are: 

North Cicero Avenue from Irving Park 
Boulevard to Montrose Avenue. 

Devon Avenue from Northwestern to 
North Kedzie Avenue. 


Lincoln Avenue from North Wells to 
Center Street. 


Negotiations for extensions under 
the Chicago City Railway, headed by 
Leonard A. Busby, have been held up 
at Mr. Busby’s request, but will be 
passed soon. They are: 

South Ashland Avenue from West 87th 
Street to West 95th Street. 

West 87th Street from Vincennes Avenue 
to South Robey Street. 

West 79th Street from Southwestern 
Avenue to South Ashland Avenue, 

Mr. Busby—requested the delay after 
the City Council rejected an agreement 
between him and the Council’s local 
transportation committee for approval 
of an extension in East 51st Street from 
Cottage Grove Avenue through the 
Hyde Park district. 

At many hearings held to settle de- 
tails of the extensions Mr. Blair spoke 
of a new co-ordination plan which he 
will present to the city in October. 
John A. Ritchie, president of the Chi- 
cago Motor Coach Company, sent word 
that he would be willing to join in a 
plan for unification or to “fit in the 
proper place in the picture brought 
about by the new means of transporta- 
tion” that might finally be given buses. 
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Des Moines Women Riders 
Allowed to Smoke 


Smoking privileges were accorded re- 
cently to women riders of the Des 
Moines City Railway, Des Moines, lowa. 
E. W. Miller, superintendent of trans- 
portation, stated that women must 
stand in the back of the car if they 
, wish to indulge, the same as men. 


Union Hopeful at Cleveland 


Comment is contained in the July 
issue of the Motorman and Conductor, 
official journal of the Amalgamated As- 
sociation, on the recent decision of the 
Ohio court declaring that the agree- 
ment between the Cleveland Railway 
and the Amalgamated covering collec- 
tive bargaining was illegal. Almost 
two pages are given over to a dis- 
cussion of the matter, in the course of 
which it is stated: 


Did the decision apply only to Division 
No. 268 of Cleveland or the Amalgamated 
Association, it would be of no effect in 
passing it without comment. But it ap- 
plies generally and is serving as a sort of 
jubilating flavor for the antagonists of all 
organized labor. 

The decision is another warning to trade 
unions to seek adjustments of labor dis- 
putes, not in courts, but through concilia- 
tion and arbitration, and, if necessary to 
obtain reasonable fairness in wages and 
working conditions, exercise the right to 
strike or suspend work. 

Some will hold that as this case sprang 
from arbitration into the court, arbi- 
tration is not a dependable solution of a 
labor problem, any more than the courts. 

As a matter of fact, this Ohio court de- 
cision cannot destroy collective agreement 
relations between Division No. 268 and the 
Cleveland Railway. The men are_ thor- 
oughly organized in their union and they 
know that the purpose of their organiza- 
tion is collective agreement, and that pur- 
pose will be maintained, and _ collective 
agreement relations will continue in Cleve- 
land, regardless of the intended destructive 
propaganda that has sprung from this case. 


Maine Extension Disapproved 


A tentative report of the Interstate 
Commerce Commission on July 25 by 
examiners opposed the project of the 
Aroostook Valley Railroad to extend its 
electric railway line from Sweden. to 
Agatha, both points in Maine. Doubt 
was expressed as to adequate traffic. 
The Bangor & Aroostook Railroad, 
which serves the same general terri- 
tory, was declared to be in a position 
to meet the traffic needs of the area. 

The new line was to be known as 
the Quebec Extension Railway and it 
was said at the time that an investigat- 
ing committee made the recommenda- 
tion that the line would develop Maine’s 
timber region. Reference was made to 
the proposed construction in the ELEC- 
TRIC RAILWAY JOURNAL, issue of Jan. 24, 
1925, Page 161. 


Rainier Valley Bus System 
Recommended 


Councilman Oliver T. Erickson, who 
has opposed the purchase of the Seattle 
& Rainier Valley Railway, recently ad- 
vanced the proposition that the city, 
instead of purchasing the lines, should 
substitute for the service a bus sys- 
tem at a total cost of $500,000, includ- 
ing the purchase of 40 buses. Residents 
of the valley have signed a statement 
opposing this proposed plan. It is 
pointed out that before buses could be 
operated Rainier Avenue would have to 
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be paved, at a cost of $1,000,000, to be 
paid for by the property owners. 

On the other hand, reasons for the 
advocacy of the proposed purchase by 
the city of Seattle, Wash., of the Seattle 
& Rainier Valley Railway system were 
recently outlined in a statement signed 
by citizens representing six commer- 
cial and improvement organizations in 
the district served by the Seattle & 
Renton system. 

The statement says that the signers 
do not feel they are qualified to fix a 
valuation on the property, and their 
only interest in prices is that the city 
get the road at the lowest figure the 
bondholders will accept. The statement 
details the fight of the residents of the 
valley, covering a period of eighteen 
years, to obtain a fare equal to that 
of other street car riders in the city. 


Amalgamated Meets 
in Montreal 


The nineteenth convention of the 
Amalgamated Association of Street and 
Electric Railway Employees of America 
will be called to order the morning of 
Sept. 14, 1925, in Montreal, Que. 


“The Magic of Transportation” 


The Chicago Surface Lines, Chicago, 
Ill., is being filmed from repair pit to 
its museum of horse cars. A two reel 
thriller, “The Magic of Transporta- 
tion,” will be put on for audiences in 
churches, halls and other public gath 
erings showing all operations of loca. 
transportation, including some of the 
causes of delays and some of the big: 
ger and unknown works of the railway. 
One feature will be an animated map 
showing the city in 1858 before the time 
of. street cars, then the next year when 
a system was laid out, and its progres- 
sive growth as more trackage was 
added. Horse cars of early vintage ap- 
peared on the streets during part of 
the filming and high hat and hoop- 
skirt jammed themselves into the nar- 
row confines of the old boxes. The 
horse cars were filmed alongside the 
newer types of Surface Lines cars. 


W. H. Sawyer Greets Friends 
in Booklet 


Instead of his usual formal address 
delivered each year at the picnic of the 
East St. Louis & Suburban Railway, 
W. H. Sawyer, president of the railway, 
gave his welcoming address in an at- 
tractively prepared booklet, containing 
information and schedule of activities 
at the picnic held at Jones Park on 
July 28. To his associates, “whose co- 
operation has been a real inspiration,” 
he says that the success of the company 
depends largely upon teamwork, and 
this, in turn, depends upon a real ac- 
quaintance with and a knowledge of 
each other. The booklet, called “Even 
as the Pied Piper,” lists general sports, 
such as boating, canoeing, swimming, 
ball games, horseshoe tournaments and 
all sorts of field events scheduled for the 
big day. In addition it announces a 
pageant, pictures and dancing. Prizes 
were awarded and the day was pro- 
nounced a grand success by all in at- 
tendance. 


Wage Scale Renewed.—The Berk 
Street Railway, Pittsfield, Mass., an} 
the trolleymen’s union recently reache| 
an agreement whereby the wage } 
has been readopted for the coming ye 
Up to May 31, 1926, the motormen a 
conductors will receive in cents } 
hour 53.16 for the first year, 56.58 | 
the second year and 60 for the thir} 
year and thereafter. One-man car oj) 
erators will receive 59.82 cents for th| 
first. year, 63.24 for the second yea 
and 66.66 for the third year and there} 
after. 


Trial One-Man Period Fails to Rel 
ceive Approval.—A resolution to 
mit the Shreveport Railways, Shreve} 
port, La., to install one-man cars o| 
all its lines not now so equipped fol 
a period of 60 days, but requiring tw 
men during rush hours, was defea’ 
recently in the City Council by one vote | 
The resolution was introduced by ome 0 | 
L. E.. Thomas following kinaonie 
a financial statement of the comp 
which showed a net loss of $4,221 4 


the first five months of 1925. 


Fares Lowered by Texas Interurban), 
—The Texas Electric Railway Com}, 
pany announced a cut in the fare ra 
between Sherman and Denison. Singli) 
fare rates have been cut from 30 centi| 
to 25 cents, and round-trip rates ci) 
50 cents to 45 cents. 


Fare Increase Vote Date Set. _Thi 
Saginaw Transit Company, Sagin: 
Mich., will submit to the people the pro} 
posal of three tickets for 25 cents, in 
stead of the present rate of four for ¢ 
quarter, at a special election on Aug. 
The traction company is paying 
cost of the election. All cars and buse a 
appeared recently bearing cardboard;| 
labeled “Where street cars go ci 
grow,’ and “Where buses go citi 
grow.” 


One-Man Operation Authorized.—The 
Indiana Public Service Commission has 
authorized the Evansville, Suburban & 
Newburgh Railway to operate one- man} 
cars between Evansville and N 
burg, Ind. 
io 


Wages Advanced.—Trainmen % 
Sioux City Service Company, 

City, Iowa, have been granted a 
cents-an-hour scale, effective Aug. 
an increase of 6 cents an hour, rest 
ing wages to the scale effective pr 
to a 6-cent reduction made in i i 
The men say this wage will be effective) 
until the fare increases are secu 
when further negotiations for an 
crease will be opened. The rec 
change brings the scale back to 
cents an hour. 


Negotiations On for Disposition 
Property.—It is reported that R. 
Wilson of Philadelphia, municipal tran 
portation expert, is in Valdosta, G 
representing the National Public Ser 
ice Corporation of New York, owner 
the Valdosta Lighting Company, 1 
ing toward the taking over and ope 
ing the Valdosta Street Railway. 
was said that a survey was expedi 
to determine the question of operat 
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jhe Georgia line. As was stated in the 
@nectRIc RAILWAY JOURNAL, issue of 
‘uly 18, page 103, Judge W. E. Thomas 
if the Superior Court recently ordered 
he receiver not to junk the railway for 
the time being in the hope that it could 
oe disposed of as a going concern. 
| System Must Be Improved.—Mayor 
John F. Foisy of Alexandria, La., re- 
tently told the City Council that the 
Municipal Street Railway would have 
to be improved and extended or sold 
private individuals, who would im- 
rove and extend it; otherwise it would 
ave to be abandoned. The loss last 
year was $16,815, while the system 
served only one-third of the people. 


| Increase Authorized.—An increase in 
passenger fares on the Detroit, Monroe 
& Toledo Short Line Railway, author- 
ized by the Michigan and Ohio Public 
Utilities Commissions, will become 
effective Aug. 12. The commissions 
have approved a rate of 3 cents a mile, 
but the company will fix the fare at 
2% cents, according to L. M. Swartz, 
district passenger agent in Toledo. The 
new rate will be subject to several re- 
ductions, however, through the use of 
commutation tickets. Mr. Swartz said 
the receivers of the property had no 
desire to go to the maximum allowed 
if it were possible to avoid it; that it 
was the intention to cultivate the habit 
of regular interurban riding. 


Trolley-Amusement Tickets. — The 
Pittsburgh Railways, Pittsburgh, Pa., 
is sellmg a combination trolley and 
amusement ticket to and from Kenny- 
wood Park with two amusement tickets 
for 25 cents. The tickets are good all 
day Sunday and on all weekday cars 
leaving terminals after 6.30 p.m. They 
are not good on Saturdays or holidays. 
Another combination trolley and amuse- 
ment ticket is being sold for 15 cents. 
It provides transportation to and from 
West View Park and two amusement 
tickets. These are good all day Sun- 
day and on all weekday cars leaving 
terminals after 7 p.m., but are not good 
on Saturdays or holidays. 


New Member of Survey Committee. 
—Bernard L. Crozier, recently ap- 
pointed chief engineer of Baltimore, Md., 
has been made a member of the com- 
mittee created to plan a traffic survey 
of the city. He takes the place of 
Steuart Purcell, formerly chief engi- 
neer. The appointment of the com- 
mittee followed suggestions made at 
the valuation hearing of the United 
Railways & Electric Company. Refer- 
ence was made to the personnel of the 
committee in the ELrctric RAILWAY 
JOURNAL for July 25, 1925, page 138. 


‘Service Curtailed Instead of Track 
Removed.—_As a result of a hearing 
before the South Carolina Railroad 
Commission, the Columbia Railway, 
mas & Klectric Company, Columbia, 
S. C., has agreed to furnish, for the 
present at least, the service of ene car 
every hour from the fair grounds to the 
end of the line on Olymuia Avenue, in- 
stead of every half hour as at present. 
The company had asked permission to 
discontinue its tracks from the state 
fair grounds to the end of the Olympia 
mill community. It developed that the 
commission was not in favor of per- 
mitting the elimination of the tracks, 
but approved a reasonable curtailment. 
» 


Fare Application Changed.—The East 
St. Louis Railway, East St. Louis, IIL, 
has filed an amended application for a 
fare increase with the Illinois Com- 
merce Commission at Springfield asking 
for a flat fare of 10 cents or five tokens 
for 40 cents. The former petition, filed 
on May 26 last, asked for a rate of 10 
cents on single fares or four tokens 
for 380 cents. The present rate is 8 
cents for single fares and two tokens 
for 15 cents. The earlier application 
was an emergency measure and was de- 
signed to avoid injury to the regular 


>< 


patrons of the company until it was 
possible to analyze fully the company’s 
needs for additional revenue. The peti- 
tion was heard July 9 by Commissioner 
James R. Clark of Bloomington, Il. 
It was opposed by the city and by 
counsel for the Downtown Business 
Men’s Association. Action on the ap- 
plication was delayed by a request of 
Paul Farthing, attorney for the busi- 
ness men’s organization, who asked for 
time to study the company’s exhibits 
prior to cross-examination of its wit- 
nesses. 


Foreign News 


Contracts Let for Prague 
Electrification 


In connection with the plan to elec- 
trify the railway net surrounding the 
city of Prague, contracts have been let 
for sixteen electrical locomotives to 
six domestic firms, in the total amount 
of 45,000,000 Czech crowns (approxi- 
mately $1,350,000). The contracts re- 
ferred to call for the construction of 
sixteen locomotives, one generator sta- 
tion and the preliminary sections of 
overhead transmission lines, amounting 
to about 50 km., out of a projected total 
of 482 km. The contracts are divided 
among the Skoda Works, Plzen; the 
Ceskomoravaka Holben Company, 
Prague; the Fr. Krizik Company, 
Prague; Siemens & Company, Brat- 
islava; Locomotive Factory Adamov, 
Adamsthal, Noravia, and AKG, 
“Union,” Prague. The time of delivery 
has been fixed at two years. 


Status of Nottingham Tramways 
Discussed 


Total revenue of the Nottingham 
Tramways for the 40 weeks of the 
present financial year, according to 
Alderman A. Turney, vice-chairman of 
the Tramways committee, was £339,647, 
against £320,700 during the similar 
period of last year. Expenses, how- 
ever, were up by about £3800 a week. 
Recently Mr. Turney, speaking about 
the development of the Nottingham 
Tramways, said the property was taken 
over from a private company in 1898 
for the sum of £80,000, and since then 
the outlay has been £820,000. In 1899 
the revenue was £42,460 and- in 1924 
it was £410,398, while in the same period 
the number of passengers increased 
from 7,785,000 to 64,767,000. At the 
present time traffic is at the rate of 
70,000,000 passengers a year. 

The tramway undertaking has to 
maintain not only the rails but the 
track underneath to a width of 18 in. 
on either side of the rails. Rents, rates 
and taxes absorb £37,000 a year. 

The question as to the use of buses 
and railless cars was also referred to 
by Mr. Turney, who said that if the 
corporation replaced the trams by 
buses it would need nearly twice as 
many vehicles. The tramways com- 
mittee would soon be. experimenting 
with railless cars, but it was only to 
be an experiment. 


The experience of: 


other places showed that trackless 
trams were of use only on certain 
routes and under certain conditions. 
They could not replace trams in gen- 
eral. The committee now has 29 buses 
and six more are on order. 


Electrification on Paris-Orleans- 
Bordeaux Progresses 


Lines to be operated wholly by elec- 
tricity are approaching completion. 
These are largely of suburban or inter- 
urban classification, the long stretches 
over which it proposed to run the 
Franco-Spanish international expresses 
being relegated into a more remote 
future. The company has erected a 
locomotive shop at Vitry-sur-Seine in 
suburban Paris for the equipment and 
repair of its electric locomotives already 
in service on the Austerlitz-Juvisy and 
Bretigny-Dourdan lines and a new 
section, Bretigny-Juvisy, is soon to 
have its power from a new substation. 

During the past year the company 
has received ten electric locomotives, 
three electric motor cars, 34 passen- 
ger cars and nine freight cars for its 
electric lines. Delivery is expected on 
195 electric locomotives, 77 electric 
motor cars and 76 trailers. 


Glasgow Traffic Revenue Increases.— 
An official statement shows that for 
the financial year ended May 31 last 
the traffic revenue of Glasgow Corpora- 
tion Tramways was £2,348,175, an in- 
crease of £29,475 compared: with the 
previous year. The passengers num- 
bered 439,340,730, an increase of 9,114,- 
169. In connection with the recently 
developed bus competition, it may be 
noted that there was a decrease in the 
number of passengers traveling the 
longer distances. At the 3d. fare there 
were 534,945 fewer passengers, at the 
34d. fare 167,064 fewer and at the 4d. 
fare 63,644 fewer. The over-all in- 
crease is thus from short riders. 

Italian Railway Electrified.—Electric 
traction has replaced steam on the im- 
portant railway line between Genoa and 
Sestri Levante, Italy. Trials made in 
April proved so successful that on May 
1@ a regular passenger and freight 
service by electric trains was inaugu- 
rated. The trains are drawn by the 
newest type electric engine, having 
four speeds. The time of the journey 
from Genoa to Sestri Levante will thus 
be shortened by 45 minutes. 
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102 Buses for Buffalo | 


Council Favors Competitor of Inter- 
national Railway—Matter Now 
Before State Commission 


Buffalo is to have a 5-cent bus serv- 
ice, providing a certificate of conveni- 
ence and necessity can be obtained from 
the New York State Public Service 
Commission by the Gray Motor Cor- 
poration, Detroit. The City Council 
voted unanimously to grant the neces- 
sary franchises to the Detroit com- 
pany, which will operate 102 buses of 
the Tilling-Stevens gas-electric type 
over thirteen routes covering a total of 
71.5 miles. 

The only oppositiop the Gray Motor 
Corporation will have before the state 
utilities board will come from the 
International Railway, which now oper- 
ates three bus lines in the city and 
has an application before the City 
Council for three more bus routes. The 
application of the International Bus 
Corporation to establish three addi- 
tional bus lines was ignored by the 
City Council at the time the request 
for a franchise by the Gray Motor Cor- 
poration was being considered. The 
International sought a franchise on the 
same basis as the other three bus 
routes. It would charge a 10-cent fare, 
no half fare, transfer from one line to 
another, with no provision for paying a 
paving tax to the city. 


City-Wipr System FAVORED 


Mayor Frank X. Schwab and the 
other four members of the City Council 
and business interests generally are in 
favor of the city-wide bus service pro- 
posed by the Gray Motor Corporation, 
which is represented in the negotiations 
with the municipal authorities by 
Ernest M. Howe of Detroit. 

The agreement between the City 
Council and the Gray Motor Corpora- 
tion provides for a 5-cent fare with free 
transfers to all bus lines operated by 
the company, a 3-cent fare for children 
under 12 years of age, sale of strips of 
twenty tickets for 50 cents to school 


children 14 years old or under; pay- °' 


ment to the city of 1 cent for each 
revenue mile operated to help defray 
paving costs and the filing of a guar- 
antee bond with the city. 

The buses will be one-man operated 
and will have a fully inclosed top. The 
single-deck buses will seat 28 passen- 
gers and the double-deck buses 64. The 
company agrees to start operations 
within 60 days after the Public Service 
Commission gives its consent. 


Railway Service Preferred 
to Buses 


At a recent special conference the 
Indiana Public Service Commission dis- 
cussed a provisional contract for re- 
habilitation of the Mars Hill Street line 
of the Indianapolis Street Railway. Ac- 
cording to members of a committee 
from Mars Hill, the residents there 


prefer railway service at a 10-cent fare 
to bus service. The railway is to re- 
ceive $15,000 for reconditioning the 
tracks and is to pay $1,000 a year for 
use of private property. The line is 
to operate for five years at a 10-cent 
fare. 


Arrangement on Co-ordinated 
Service at Norfolk 


The co-ordination of electric railway 
and bus service throughout Norolk, Va., 
under the management of the Virginia 
Railway & Power Company, recently 
purchased by Stone & Webster, is con- 
templated in an agreement just reached 
by Norfolk city officials and the com- 
pany. Purchase by the company of all 
existing independent bus lines and 
operation of such equipment as can be 
used, along with new buses, is included 
in the plan. 

The Norfolk agreement includes a 
rate of fare on buses, to be set by the 
City Council, which will guarantee a 
return of not less than 8 per cent on 
the bus investment. Right is reserved 
to the railway to use old buses until 
such time as service readjustments may 
be made on a satisfactory basis. Serv- 
ice requirements are to be worked out 
mutually between city officials and com- 
pany representatives. In lieu of a 
license tax and other city taxes the 
company will pay the city a gross rev- 
enue return of 23 per cent. 


Buses Started in Kansas City— 
“Petting Parties” Doomed 


Officials of the Kansas City Railways, 
Kansas City, Mo., put the first bus line, 
a feeder line to and from Leeds, Mo., 
in operation on July 20. More than 
600 passengers were carried by the two 
buses on the line during that day. The 
patronage of the buses has inereased 
daily, however, and the company was 
able to announce that a total of more 
than 7,000 passengers had been carried 
in the first seven days of operation. 

The railway officials are pleased that 
so many residents in Leeds are taking 
advantage of the new service in going 
to and from their work. Much of this 
patronage means new business for the 
railway, since the workers who live in 
Leeds were in the habit of employing 
other means than the street car service 
in getting to their work. 

Receivers for the railway announced 
on July 25 that all of the company’s 
auxiliary buses will be thoroughly 
lighted on all lines at night and that 
“netting parties will not be encouraged” 
on the local buses. 

This announcement followed a recent 
news story of the Associated Press. 
in which was outlined the agreement 
on July 24 of members of the Kansas 
Motor Transportation Association, in 
session at Topeka, on the question of 
lights within the buses at night. 

The Kansas association met to agree 
upvon uniform practices in the operation 
of buses in the state. One of the sub- 
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jects that came up was the questi 
whether the lights in passenger h 
should be turned on or off after 1 
coach has left the city. One of 
operators is said to have stated 
darkness within. a bus tempts 1 
younger passengers to “spoon.” 
other operator declared lights inside thi 
coach increase the danger of collisions) 
A ‘Wichita member said lights will na} 
affect the petting parties, since they ¢ 
on “in broad daylight — you ni) 
stop ’em.” Th 
At the suggestion of Walter Aj 
Johnson, secretary of the Kansas com} 
mission; the bus men decided to si 
the question of lights to the commis} 
sion. So far as Kansas City is con) 
cerned, however, “petting patties” ar| 
apparently doomed. 4. | 
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Railways Centering at Syrac 
Active with Buses 


Continued extension of bus service - 
electric railways in central New Ye 
both in freight and passenger service) 
is notable. The latest railway to ente) ; 

i 
; 
, 
¥ 
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ateles, through the Mid-State Lines. | 


\ 
Syracuse Electric Railroad, which hal 
The railway is extending its opera} 


acquired the Stout Truck Lines, Skane} 
tion and will start passenger servie(| 
as well as additional frieght servicer) 


within a short time. Franchises ar 
being sought to use buses between At) 


the bus business is the Auburn | 


burn and Syracuse and Oswego an 
Syracuse. Freight service is alread] 
in operation between Auburn ani) { 
Syracuse by the bus company. | 
Talmadge C. Cherry, vice-presid 
and general manager of the railwa ia 
said: 1 
The purpose is to supply motor tranij) 
portation to supplement our electric servi 
It is a matter of frankly facing a new fi 
of competition by providing it ourseh 
There are no bus lines paralleling our 1 
now. 


The Mid-State company is in 
porated for $50,000. Reference to som) 
of its proposed activities was made ij] 
the ELEcTRIC RAILWAY JOURNAL | 
May 23, page 829. 

The New York State Railways, whic 
is operating passenger bus lines ij] 
Syracuse, is to establish a new line oul 
West Genesee Street within a shoij|_ 
time and several other lines are jj} 
prospect. The Syracuse & Eastet/ 
Railroad is operating lines out the Sail” 
Springs Road section. Every _ H 
urban at Syracuse now has some 
of bus service or will have a servid) 
of the kind within a few months. | 


Meridian Votes for Bus 


At a special election held in Meridiai| 
Miss., on July 23 voters cast their bai 
lots for the substitution of buses 
cars on the lines of the Meridian Lig}) 
& Railway Company. The vote showeé} 
a total of 1,157 for and 316 agains} 
Some time ago the City Council desis 
nated the routes of the buses, which ai} 
practically the same as those for ' 
railway except that the business 
trict loop over which all 
will run will be extended so © 
to take in the union passenger sta 
There will also be a line through 
south side, a part of the city he 
fore without the advantages of a 
lic transportation service. e 
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_ Interurban Bus at Rochester 
Under Railway Subsidiary 


| The New York State Railways, Roch- 
ster Lines, has taken steps to bring 
Il its bus lines, operating out of the 
ity of Rochester, within the field of its 
aterurban subsidiary bus company, the 
lochester Interurban Bus Company, 
ne. Application has been made to the 
lommon Council to transfer to the 
aterurban company certificates granted 

e Rochester Railways Co-ordinated 
us Lines, Inc., to operate in the Ridge 
oad over a suburban route. 
| By this plan the lines serving sub- 
rban territory will not come within 
ne meaning of the service-at-cost con- 
ract with the city, under which the 
rolley and bus lines within the city are 
perated. The Rochester Railways Co- 
rdinated Lines still will operate the 
hewey Avenue bus line and the cross- 
own trackless trolley system. 

The railway has filed a petition for 
he right to open a bus line to serve 
rondequoit and Summerville suburban 
erritory to the north of the city not 
eached by existing railway lines. 

The Rochester Interurban Company 
oon will start a bus line between Roch- 
ster and Silver Lake, a summer resort 
0 miles to the south, serving East 
.von, Lakeville, Geneseo, and Perry and 
ther villages and connecting with its 
tochester-Hornell bus route at Lake- 
ilie. Two trips will be made daily. 


Another Report on New York’s 
Bus Pleas 


Fifty-four pending applications for 
us permits were reported upon by the 
oard of Transportation of New York 
ity on July 28 in a supplementary 
satement to the Board of Estimate. 
he board recommends that 110 omni- 
us routes be established, aggregating 
91:6 miles and made up of nineteen 
sparate systems. 

This report is made in compliance 
ith a resolution of the Board of Esti- 
ate directing the Board of Transpor- 
ition to submit “such information as 
iay be helpful to the members of the 
oard of Estimate in the intelligent 
isposition of the application pending.” 
Ithough the report does not specifically 
commend any particular proposal as 
zainst competing bidders, it strongly 
iggests its preferences in certain in- 
ances. 

The routes recommended for the Bor- 
ighs of Manhattan, Bronx, Brooklyn 
nd Queens could be operated by the 
ty if municipal operation should be 
ithorized, the report says, or by pri-. 
ite operators if franchise grants should 
> decided upon. On Staten Island, 
here four systems aggregating forty- 
ven routes have been applied for, no 
commendation is made, because of 
isting municipal operation, and the 
lestion whether the Board of Estimate 
‘inks present service should be sup- 
emented. 

None of the applications is for a city- 
ide franchise. Two of them, however, 
e for operation in more than one bor- 
igh. The Surface Transportation 
orporation (Third Avenue Railway 
ystem) applies for grants in Man- 
ittan and the Bronx, and the Queens 
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Bus Lines, Inc., for grants in Brooklyn 
and Queens. 

The report recommends that the 
routes in Manhattan be operated as one 
system because the topography of Man- 
hattan is better suited to longitudinal 
and cross-town lines. 

Systems made up in areas or zones 
will, in the opinion of the board, give 
more satisfactory operation in Brook- 
lyn, Queens and the Bronx, because 
“offers of borough-wide operation in 
those boroughs do not promise on anal- 
ysis terms as good as may be secured 
by acceptance of some of the petitions 
for system operation.” 


Bus Permits in Syracuse Will Be 
Sought by Railway. 


Announcement has been made by the 
Syracuse Co-ordinated Bus Lines, Inc., 
that in’ the event the city of Syracuse 
revokes bus permits of all lines, as 
threatened, the Co-ordinated, a sub- 
sidiary of the New York State Rail- 
ways, will petition for franchises cover- 
ing all bus lines in the city. Revoca- 
tion of franchises taken over by the 
Colonial Motor Lines, through purchase 
of virtually all central and northern 
New York bus lines, is sought by the 
City Council on the grounds that such 
permits were transferred and the mer- 
ger effected without the consent of the 
Council. 

The railway has applied for permis- 
sion to open a route in West Genesee 
Street in Syracuse and an interurban 
route between the city and Chittenango. 


Buses Succeed Cars in Marshall 


The East Texas Public Service Com- 
pany has suspended railway service in 
Marshall, Tex., and has substituted two 
buses. The revenue on the traction line 
had decreased considerably during the 
past few years and, faced with a pro- 
gram of paving that would have been 
costly to it, the company decided to 
substitute buses. Marshall is a city of 
14,000 inhabitants. The railway oper- 
ated 4 miles of line. 


Last Line at Akron Passes 
to Railway 


An arrangement has been perfected 
whereby the Cleveland-Akron Bus Com- 
pany, controlled by the Northern Ohio 
Traction & Light Company, Akron, 


“Ohio, has taken over the operation 


of the Akron-Barberton Bus Line. The 
company has fourteen buses. It has 
been operating between Akron and 
Barberton for several years. The 
Northern Ohio Traction & Light Com- 
pany now has control of practically all 
buses operating in and out of Akron. 


High Fee May Kill Competition.— 
Bus lines supplying service in Superior, 
Wis., will be forced to an annual 
license fee of $500 in the future, follow- 
ing the adoption by the City Commis- 
sion of an ordinance aimed to check 
growing competition between street 
cars operating to the downtown and 
east end sections of the city. With the 
new ordinance in force it is thought 
that the unrestricted operation of buses 
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in competition with the Duluth-Su- 
perior Traction Company will receive a 
setback. 


Service in Springfield Promised.— 
The Illinois Power Company, Spring- 
field, Ill., has sought a eertificate of 
convenience and necessity to operate a 
bus line on Gilbert Street between the 
business district and Roselawn Avenue 
in Springfield, Ill., and has announced 
its intention of putting a fleet of single- 
deck buses into service. 

Petitions to Operate Supplementary 
Service.—The Bamberger Electric Rail- 
road has filed a petition with the Public 
Utilities Commission of Utah for per- 
mission to operate a bus line between 
Salt Lake City and Ogden, Utah, sup- 
plementary to its railway service. 

Buses in Temporary Service.—The 
Rochester Co-ordinated Bus Lines, Inc., 
subsidiary of the New York State Rail- 
ways, Rochester lines, has opened tem- 
porary bus service for the end of its 
Emerson Street car line, discontinued 
during construction of a bridge. This 
bus service is in the nature of a test 
and may become a permanent feeder 
line if the trial proves successful. 

Line Purchased—Stock Increased.— 
The Fort Dodge, Des Moines & South- 
ern Railroad has purchased the inter- 
urban bus line operated by Mrs. Soren- 
son between Algona and Fort Dodge, 
Iowa, in line with its policy to establish 
bus routes from Fort Dodge to the 
north, northeast and northwest. The 
company is seeking a permit to operate 
buses between Fort Dodge and Esther- 
ville and Fort Dodge and Clear Lake 
and Mason City. On this latter route 
Webster City is protesting because the 
line will not serve it. The Fort Dodge, 
Des Moines & Southern Transportation 
Company, which is the bus line sub- 
sidiary, has increased its capital stock 
from $50,000 to $250,000. 

Wisconsin Road Buys Bus Line.—The 
Wisconsin Power & Light Company, 
Oshkosh, Wis., has purchased the busi- 
ness and equipment of the East Shore 


Transportation Company, operating 
buses between Manitowoc and Sheboy- 
gan. 


Line Starts to Trenton.—Buses of the 
Philadelphia Rapid Transit Company 
crossed the state line on July 28 to 
operate in New Jersey. The first bus 
on the Morrisville route proceeded 
across the Delaware River on the Mor- 
risville bridge to Trenton. The route 
will afford a cheaper means of getting 
to and from Trenton for Philadelphians, 
as well as New Jersey residents, as the 
fare from terminal to terminal will be 
70 cents, with a 3-cent exchange on the 
Frankford “L.” The new route beyond 
the state line is operated under a cer- 
tificate of the Board of Public Utility 
Commissioners of New Jersey and an 
ordinance passed by the Trenton City 
Council. 

Seeks Information for Line.—Resi- 
dents along Carling Avenue are being 
asked by the management of the Ottawa 
Electric Railway, Ottawa, Canada, 
whether a bus service would be worth 
while for the whole day or just for the 
morning and evening rush hours. The 
company wants to operate a bus on 
this avenue for about 2 miles as an 


‘experiment. 
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Financial and Corporate 


Receivers Appointed for Salt 
Lake & Utah Railroad 
The Salt Lake & Utah Railroad, 


Salt Lake City, Utah, known as the’ 
Orem line, was placed in receivership. 


on July 24 by Judge Tillman D. John- 
son ‘of the federal court. Henry I. 
Moore, Salt Lake, and D. P. Abercrom- 
bie, Jr., Boston, were named as re- 
ceivers. The receivership was applied 
for by the Legal Printing Company 
and concurred in by the railroad offi- 
cials, representatives of the bondholders 
and other creditors. 

Mr. Moore is vice-president of the 
railway. Mr. Abercrombie represents 
the banking firm of E. H.: Rollins & 
Sons, Boston. 

In a statement which he made W. C. 
Orem, president of the company, said 
in part: 

The passenger business of the Salt Lake 
& Utah has been shrinking constantly for 
the last three years until we feel that today 
it has reached almost, if not quite, the ir- 
reducible minimum. The income of the com- 
pany in passenger business in the last few 
years, particularly since 1920, up to July 1 
of 1925, has been reduced almost 45 per 
eent. In addition to this, truck business 
has made considerable inroads in the com- 
pany’s less than carload freight shipments 
between points on its line. This, coupled 
with the fact that in 1924 the company 
handled approximately 2,000 carloads of 
freight less than in the year 1923, brought 
about a condition in the beginning of 1925 
which made it impossible for the company, 
for the time being, to do any further 
financing, ‘or to take care of its require- 
ments out of operating revenue. 

All except a few of the unsecured credi- 
tors, whom it has been impossible to see in 
the limited time afforded, have been con- 
sulted in advance and the entire situation 
and plan laid before them. All are in per- 
fect harmony and agreement, not only upon 
the plan of operation, but even as to the 
personnel of the receivership and future or- 
ganization. 

We feel that the Salt Lake & Utah Rail- 
road is and has been a real community as- 
set to those cities and centers served by it, 
and to the extent that it is helping to 
build up its section of the state is a valu- 
able asset to the state of Utah. 

We feel that in the efforts to bring this 
property out of receivership by placing it 
upon an earning basis which will enable 
it to meet its financial obligations promptly, 
Wwe are entitled to receive the unqualified 
sympathy, co-operation and support of the 
people who are today patrons of the rail- 
road, and within whose power it may lie 
to throw business to the railroad. 

We are ready to render the service which 
will merit that co-operation and support. 
and we feel that with a fair measure of 
the co-operation and support which we 


need, the recovery of this property will be 
reasonably rapid. 

The Salt Lake & Utah Railroad was 
constructed thirteen years ago. The 
line runs south from Salt Lake through 
Utah County to Payson, connecting the 
metropolis with all the large towns in 
that county. It makes northern con- 
nections at Salt Lake with the Bam- 
berger Railroad. These two railroads 
recently constructed the new station at 
South Temple and West Temple Streets, 
Salt Lake City, which is used jointly 
by them. 

The bonded indebtedness of the com- 
pany is $2,644,158, while first pre- 
ferred stock amounts to $622,200; pre- 
ferred stock, $1,400,000; and common 
stock, $3,000,000. 


Denver Sale Set for Aug. 17 


Notice has been published that on, 


Aug. 17 certain properties described in 
detail in the order of sale will be dis- 


Net Earnings for 1924—Interesting Comment from 
Source Outside the Industry 


ROSS and net earnings of the elec- 

tric railways of the United States 
covering the calendar year 1924 as 
compiled by the Commercial and Finan- 
cial Chronicle, New York, show a con- 
tinuation of the improvement noted in 
preceding years—albeit on a much 
smaller scale. :Industrial activity was 
on the decline in 1924, the depression 
in trade becoming particularly acute 
in the middle of the year. In this state 
of things a large increase in gross rev- 
enues, with fares remaining more or 
less stationary, was naturally not to 
be expected. The Chronicle says that 
the favorable character of the showing 
made by the electric railways is re- 
vealed in a strong light when it is re- 
called, by way of contrast, that the 
country’s steam roads in the year 1924 
suffered a falling off in gross revenues 
of more than $370,000,000 or 5.87 per 
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posed of on Aug. 17 as one of | 
final moves looking toward the reorg} 
ization of the Denver Tramway 
foreclosure. 


Kansas City Reorganization 
Before State Commission — | 


- Representatives of the reorganiza 
committee of the Kansas City 
ways, Kansas City, Mo., were at 
ferson City on July 24 to present 


ization of the railway after forecl 
Bennett C. Clark, attorney for th 
holders, said the formal request 
be made later to the commission. 4 
committee desires to learn what 
jections, if any, the commission has 
the proposed plan. 

A digest of the terms of the 
was published in the ELECTRIC 
way JOURNAL for June 6, page 
The successor company will be k 
as the Kansas City Public Service Cqj 
pany, a title chosen apparently becai) 
it is more nearly descriptive off 
activities of the company in the rail 
and ‘bus field than would be a title s 
ilar to that of the present companys|f 


cent. In net earnings, too, the elee 
railways show only very moderate 
provement, ‘4 
Dealing now with the specific resui|| 
the present compilation covers | 
plete returns for no less than 340 rv 
and the 1924 total of the gross ea) 
ings for the first time reaches © te 
billion-dollar mark. The exact aggil 
gate is $1.000,107,089; this compa) 
with $994,892 629 in 1928, giving a } 
erease of $5,214,460, or ‘0.52 per ceil 
Net earnings for the same roads eT | 
$247.851.070 in 1924, as compared 
$246,589, 921 in 1923, a gain of $1, 
149, or 0.51 per cent. The rati¢ 
expenses to gross revenues was 
the same in the two years, namely, 
per cent in 1924 and 75.20 per ce: 
1923. Where in 1923 comparative 
ures were given for 319 roads, this 
the figures are for 340 roads. A 


COMPILATION OF GROSS AND NET EARNINGS OF VARIOUS ELECTRIC RAILWAY PROPERTIES SINCE 19057 


Gross EARNINGS 


Current Previous Per 5 
Period Year Year Increase Cent Period 
1905 compared with 1904 $306,067,145 $281,608,936 $24,458,209 8.68 1905 compared with 1904 
1906 compared with 1905. 300,567,453 269,595,551 30,971,902 11.49 1906 compared with 1905 
1907 compared with 1906. 306,266,315 280,139,044 26,127,271 9.33 1907 compared with 1906 
1908 compared with 1907. 351,402,164 348,137,240 3,264,924 0.94 | 1908 compared with 1907 
1909 compared wita 1908. 374,305,027 345,006,370 29,298,657 7.49 1909 compared with 1908 
1910 compared with 1909 435,461,232 405,010,045 30,451,187 7.51 1910 compared with 1909 
1911 compared with 1910 455,746,306 428,631,259 27,115,047 6.33 1911 compared with 1910 
1912 compared with 191} 486,225,094 457,146,070 29,079,024 6.36 | 1912 compared with 191 
1913 compared with 1912 529,997,522 500,252,430 29,745,092 5.94 1913 compared with 191 
1914 compared witn 1913 553,095,464 548,296,520 4,798,944 0.87 1914 compared with 191 
1915 compared with 1914..... 567,901,652 569,471,260 *1,569,608 0.28 1915 compared with 191 
1916 compared with 1915..... 626,840,449 574,382,899 52,457,550 9.13 1916 compared with 191 
1917 compared with 1916..... 670,309,709 618,529,309 51,780,400 8.37 1917 compared with 191 
1918 compared with 1917 696,066,585 649,550,990  46,515,59 7.16 1918 compared with 191 
1919 compared with 1918 783,514,781 663,572,571 119,942,210 18.08 1919 compared with 191 
1920 compared with 1919 943,996,914 807,164,985 136,831,929 16.95 1920 compared with 191 
1921 compared with 1920 954,347,804 940,680,968 13,666,836 1.45 1921 compared with 192 
1922 compared with 1921. 921,453,839 912,228,430 9,225,409 1.01 1922 compared with 192 
1923 cymvared with 1922. 987,297,934 946,355,685 40,942,249 4.33 | 1923 compared with 192 
1924 ¢)-»vared with 1923 1,000, 107,089 5,214,460 0.52 1924 compared with 192 


NET EARNINGS 


994,892,629 


Current Previous 
Year Year Increase 
aera $130,884,923 $118,221,741 $12,663,182 
veces. 126,580,195 114,024,07 12,556,119 
er 126,002,304 121,050,703 4,951,601 
wie 142,262,417 141,144,213 1,118,204 
ai 160,394,765 140,647,906 19,746,859 
ape 178,037,379 167,100,351 10,937,028 
ee 186,001,439 175,527,542 10,473,897 
Use 194,309,873 179,915,760 14,394,113 
rae 204,422,429 193,393,045 11,029,284 
Ee 211,020,088 212,146,403 *1,126,315 
4.. 214,319,303 217,440,533 *3,121,230 
au 234,402,450 215,917,573 18,484,8 
6.. 221,090,740 228,585,929  *7,495,189 
ye 178,226,716 212,570,930 *34,344,314 
to ip 185,077,301 168,770,930 16, 306, 371 
Pee 192,360,849 186,248,269 61 12,580 
0.. 220,266,486 189,683,578 30,582,908 
ee 224,301,930 207, 907,584 16,394,346 
Diet 247,240,587 234/830,554 12,390,033 
je 247,851,070 1,261 


246,589,921 149 


* Decrease. 


+The number of properties included varies from year to year. 


| _ 


iL. i 1925 


| eae noting in the case of the sepa- 
‘tate roads is that out of the 340 roads 
‘mn the detailed statement no less than 
230 have suffered a falling off in gross, 
while last year, with 819 roads report- 
ne. only 111 roads were found to have 
sustained a reduction. The fact that 
‘the grand total reveals a slight in- 
erease is due to the good showing made 
by some of the larger companies, oper- 
ating for the most part in big cities, but 
this does not hold good in all cases. In 
the net 210 roads show diminished 
totals in 1924, against 144 in 1923. 
This authority on things financial 
says that it must be remembered, how- 
ever, that in the years immediately pre- 
ceding, operating costs had been sub- 
stantially reduced, leaving little room 
for further economies. Accordingly, in 
the absence of further additions to 
gross receipts, new gains of any con- 
‘siderable size in the net were out of 
the question. The electric railways 
now appear to be operating with a high 
degree of efficiency and their inability 
to effect further reductions in expenses 
would appear to warrant the assump- 
tion that operating costs are becoming 
stabilized. This point attained, the 
electric railways will be in position to 
benefit from any increase in traffic 
which shall attend improved business 
conditions. Says the Chronicle: 


There is, of course, much room for im- 
provement in the affairs of these electric 
raiiways, the most of which have haf very 
trying conditions to contend against since 
the war, owing to the difficulty of getting 
increases in fare commensurate with the 
augmentation in operating costs. 

During the war, and the years immedi- 
ately following, operating costs mounted 
with great rapidity. The price of every- 
thing went up, materials entering into the 
cost of operations proving no exception. 
Wages had to be raised in all directions. 
With the war ended, prices of materials 
still held at or near their peak figures, 
while wages, instead of being decreased, 
were further increased. In an endeavor to 
stem the ever-rising tide of expenses, econo- 
mies of various kinds were resorted to. 
New efficiency devices were installed, one- 
man cars were put in operation, unprofit- 
able lines (many built to serve war 
needs) were lopped off. Fares, of sourse, 
had to be raised, but these advances were 
granted in most cases only after bitter 
struggles with municipal officials and local 
authorities, and even when granted they 
quite generally proved inadequate to meet 
the ciddieeg tide of operating expenses. It 

y became evident that nothing short 
of Grate reductions in the major items of 
expense, i., wages and. materials, could 
bring the cost of operation under control 
and it was not until 1921 that a definite 
turn in that direction developed. 


Into the discussion of the place of the 
bus and the increase in the use of the 
private automobile there is no need to 
go here. It is, however, all very in- 
teresting. It should be remembered in 
considering all this that the Chronicle 
has been making up these annual com- 
pilations over a period of two decades 
now and to show how constant the gen- 
eral increase has been from year to 
year and how the totals have been 
growing in magnitude, it furnished the 
accompanying summary of comparative 
totals of the gross and net for each of 
the, years back to 1905. 

It is interesting to observe that while 
in the first year the total showed 
aggregate gross of only $306,067,145, 
the aggregate for 1924 exceeds, as 
Bready stated, the billion-dollar mark, 

e exact figure being $1,000,107,089. 

Tn the net, too, there has been growth, 
but not in the same degree. Unprece- 
dentedly high operating costs affected 
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net results adversely in 1917 and 1918. 
In subsequent years, however, expenses 
were again brought under control and 
the upward trend in net was resumed, 
bringing the total of the net for 1924 
up to nearly $250,000,000 ($247,851,- 
070). Of course, to some extent the 
exhibit is more comprehensive now. In 
the main, however, the increase is due 
to growth of traffic and revenues in the 
interval, although the large expansion 
in gross revenues in 1919 and 1920 fol- 
lowed in no small measure from fare 
increases, some of which had to be 
given up in 1921 and 1922. It will be 
observed that each and every one of the 
twenty years, except 1915, shows some 
increase in gross earnings, and even 
1908—the year following the panic— 
proved no exception, though the in- 
crease then was relatively small. 


Interest Claimed on Payments 
Refused by City 


The city of Chicago has entered suit 
against the Chicago City Railway and 
the Chicago Railways, major units of 
the Chicago Surface Lines, for $900,000 
interest. The money covers the period 
of years when William Hale Thompson, 
as Mayor, refused to accept the city’s 
55 per cent of the net receipts of the 
lines, pending the outcome of fare liti- 
gation. The total amount claimed by 
the city at 5 per cent is $794,320, of 
which the Chicago Railways is alleged 
to owe $526,202 and the Chicago City 
Railway $268,117. The former is sued 
for $600,000 and the latter $300,000 in 
order to cover expenses of litigation. 
During the four years of litigation be- 
tween the traction lines and the Thomp- 
son administration the city’s share of 
traction receipts was approximately 
$8,000,000. It was paid without in- 
terest by the companies on Oct. 16, 
1923. Interest was refused on the 
ground that the amount was at all times 
available, but that the city refused to 
accept it for fear of prejudicing its 
stand on the 5-cent-fare argument. 


Operation in Toledo a Deficit 
in June 


Operations of the Community Trac- 
tion Company, Toledo, Ohio, for June 
showed a deficit of $11,410. This brings 
the total deficit to the fare stabilizing 
fund to $546,940. The report of Com- 
missioner E. L. Graumlich showed that 
there was $188,712 in the cash sinking 
fund and that $851,000 in bonds had 
been retired. In other words the total 
public interest in the property now is 
$1,039,712. 

Gross revenue for the month was 
$288,395, compared with $287,567 for 
June of last year. There was a pas- 
senger revenue of $270,289 this year, 
against $265,534 for a similar month 
in 1924. The operating charges were 
$206,669, or $20,177 less than last year. 
This is accounted for by the reduction 
on service, savings made in one-man 
car operation and other operating 
economies. 

During the month only 3,825,279 
passengers were carried. This is the 
smallest business for June in the his- 
tory of the company. A year ago 
4,127,773 passengers were carried in 
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June and the previous year 5,174,011 
used the cars. Higher fares and the 
more prevalent use of buses and pri- 
vate automobiles are cited as the prin- 
cipal causes of the slump in riding. 
Industrial conditions are considerably 
better than they were a year ago. 

The number of passengers carried on 
the three bus feeder lines was 36,570, 
at an expense of $3,019. The bus rev- 
enue was $1,210, so that the loss from 
this operation was $1,808. 


Ottumwa Company Under 
New Control 


The Iowa Southern Utilities Com- 
pany is planning to acquire the Ot- 
tumwa Traction Company, Ottumwa, 
Iowa, and the light and power division 
of the Northern States Power Company. 
The deal for the purchase of these util- 
ities has been pending for some time. 
It was said in the ELEctric RAILWAY 
JOURNAL, issue of June 27, page 1031, 
that Byllesby & Company, Chicago, had 
given an option until Sept. 1 to Bechtel 
& Company, Davenport. It is planned 
by them to exercise the option Aug. 1 
in the interest of the Iowa Southern 
Company. ‘ 


Deposits Asked of Detroit 
United Holders 


Protective committees have been 
formed in the interest of the holders of 
the following securities of the Detroit 
United Railway: Detroit, Monroe & 
Toledo Short Line Railway 5 per cent 
bonds; Detroit & Port Huron Shore 
Line Railway first mortgage 5's; 
Detroit, Jackson & Chicago Consoli- 
dated 5’s; Detroit, Ypsilanti, Ann Ar- 
bor & Jackson first mortgage 5’s; 
Detroit, Almont & Northern Railroad 
first mortgage 6’s; Detroit United Rail- 
way two-year 6 per cent first mortgage 
collateral trust notes due Feb. 1, 1926. 

The holders are invited by the com- 
mittee to deposit their securities with 
the Union Trust Company, Detroit. 

The protective committees are com- 
posed of the following individuals: 
Henry H. Sanger, vice-president Na- 
tional Bank of Commerce, Detroit, 
Mich., chairman; Charles R. Dunn, vice- 
president Union Trust Company, 
Detroit, Mich., secretary; William G. 
Lerchen, vice-president Watling, Ler- 
chen & Company, Detroit; Frank D. 
Nicol, president Nicol, Ford & Com- 
pany, Inc., Detroit; Seabourn R. Living- 
stone, president Livingstone, Higbie 
Company, Detroit. Beaumont, Smith & 
Harris are counsel for the committee. 


Milltown Junction-Trenton 
Abandonment Sought 


The Public Service Railroad, New- 
ark, N. J., has recently announced its 
desire to abandon its single-track in- 
terurban line between Milltown Junc- 
tion and Trenton. Service over this 
route has been in operation for about 
twenty years. At Milltown Junction 
connection was made to the tracks of 
the Public Service Railway, and through 
cars were operated between Newark 
and Trenton. Territory through which 
the line passes is sparsely settled and 
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has never produced any considerable 
volume of traffic. The main line of the 
Pennsylvania Railroad parallels the 
tracks of the Public Service Railroad 
in this district and provides faster and 
more frequent service than did the 
trolleys. The company will probably 
abandon the line and sell the private 
right-of-way. 


Abandonment Sought by Illinois 
Road.—July 31 was set for a hearing 
at Dixon, IIl., by the Illinois Commerce 
Commission on the application of the 
Sterling, Dixon & Eastern Electric 
Company to abandon railway service. 
The line is 13 miles long. It connects 
Sterling and Dixon, IIl., towns of about 
8,000 people each. The road taps no 
other system. It has shown an operat- 
ing loss of between $25,000 and $30,000 
a year for the last three years. The 
Lincoln highway parallels the line for 
practically its entire length and the 
private auto has made railway opera- 
tion unprofitable. Since there is no pos- 
sibility of building up traffic to the 
point where the line would be profitable 
the abandonment was requested. 

Sacramento Lines Sold to Steam 
Property.— Sale of the Sacramento 
Northern Railroad, Sacramento, Cal., to 
the Western Pacific has been given final 
approval by the Interstate Commerce 
Commission. The price to be paid for 
the electric road was fixed at approxi- 
mately $4,450,000, to be paid by an ex- 
change of stocks and bonds. A new 
issue of Western Pacific securities was 
also authorized by the commission. 
Negotiations for the sale of the Sac- 
ramento Northern Railroad have been 
conducted for more than a year. 

Line Bought—To Be Dismantled.— 
The real estate and personal property 
of the Jersey Shore & Antes Fort 
Railroad, Jersey Shore, Pa., has been 
purchased by W. L. Wilson, with a bid 
of $7,111, at a sale authorized recently 
by the Court of Common Pleas of Ly- 
coming County. The property was 
offered in bulk, bid at $7,000 and offered 
piecemeal to bring $7,111. The trolley 
line was. chartered in May, 1904. It 
extended from Jersey Shore to Antes 
Fort, thence to Nippono Park. The line 
between the fort and the park was 
abandoned in 1915 due to a disagree- 
ment between the company and park 
owners. The rest of the line was 
abandoned in May of this year. The 
road will be dismantled. The property 
consisted of 2.75 miles of single track 
in Jersey Shore, a town of 6,500 in- 
habitants. 


Line Abandonment Sought.—George 
‘Sohngen, receiver of the Cincinnati, 
Dayton & Toledo Traction Company, 
has applied to the Hamilton County 
Court of Appeals at Cincinnati, Ohio, 
for authority to abandon that part of 
the line between Cincinnati and Ham- 
ilton. Several months ago Mr. Sohngen 
wrote to the Cincinnati Rapid Transit 
Commission seeking a conference look- 
ing to the use of the rapid transit 
system to bring the cars downtown, 
but the commission did not reply. The 
city of Hamilton is about to make ex- 
tensive improvements of its streets and 
the traction company’s share of the 
cost would be approximately $40,000. 
The payment of this sum would tend 
to accentuate the losses of the company. 
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Vol. 66, No. ail 


Legal Notes 


CALIFORNIA — Municipal Railway Not 
Liable for Paving. 

The California civil code requires 
city and town authorities, when grant- 
ing a right of way to a street railway, 
to require the railway to pave the 
street between its rails and 2 ft. on 
each side and between the tracks if 
more than one. The city of San Fran- 
cisco ordered paving on a street occu- 
pied by track of the Municipal Rail- 
way and assessed all of the costs 
against the abutting property owners. 
This was attacked by the property 
owners but was upheld by the Supreme 
Court in spite of the fact that the pav- 
ing installed about the track was more 
expensive per square foot than that 
elsewhere in the street. The ground 
taken was that the city is not controlled 


by regulations concerning the grant of | 


franchises to private corporations or 

individuals. [Cooper et al vs. Reardon, 

236 Pacific Rep., 180.] 

FEDERAL SUPREME CouRT.—City Con- 
tract with Public Utility Fixing 
Rate Not Lacking in Mutuality Be- 
cause of Power of Legislature to 
Disturb. 

The local lighting company in 
Palatka, Fla., had a franchise with the 
city in which it agreed not to charge 
more than 10 cents per kilowatt-hour, 
but it claimed that it could not be held 
to this rate because there was a lack 
of mutuality in the contract. The city 
could hold the company, but the com- 
pany could not hold the city, since the 
power of the Legislature to regulate 
rates was unfettered. Hence the utility 
claimed that it could not be held to any 
rate which, in the absence of a contract, 
it would be unconstitutional to impose. 
The United States Supreme Court 
held, however, that the fact that a 
contract might be overruled by a higher 
power does not destroy its binding 
effect between parties when it is left 
undisturbed. (Southern Utilities Co. 
vs. City of Palatka, 45 Supreme Court 
Rep., 488.) 


FEDERAL DISTRICT CouRT.—Treatment 
of Power Contract, Income Tax 
and Litigation Expenses in Rate 
Case. 

In a rate case, an advantageous 
contract for the purchase of electric 
power is a thing of value to be con- 
sidered in the fixing of rates. The 
federal income tax should properly be 
included in “operating expenses,” and 
under the Minnesota law it is proper 
also to include in operating expenses 
an amortized allowance for. the expense 
of litigation in connection with valua- 
tion proceedings and rate hearings. 
(Duluth Street Railway vs. Railroad & 
Warehouse» Commission. Fourth Fed- 
eral (Second) Rep., 543.) 


INDIANA — Train Order to Protect 
Against All Trains Held Not Neg- 
ligent. 

The operator of an extra: work-train 
on a single-track railroad received an 
order to “protect against all trains.” 
An interurban car on regular schedule 


° 


was given an order to proceed over the| 
same track, with a warning about the} 
work car. The cars came together, in-| 
juring the operator of| the work car,| 
but the company was not held ee 
[L. & N. Ry. & Lt. Co. vs. Beck, 127} 
N. E. Rep., 776:] 

MASSACHUSETTS — Assault by Invom| 

cated Passenger. 

In a front entrance one-man vad | 
going to a park on a Saturday evening, 
two intoxicated passengers were bois-| 
terous. The motorman stopped his 
car, went back, and told them to | 
forward to the ‘vestibule with him. | 
While doing so, one got into an alter-|| 
cation with another passenger and/) 
struck a blow which hit his female} 
companion. She brought suit on the 
ground it was the duty of the company |! 


I 
i) 
| 
i) 


ees_to protect passengers and that 

persons. making the assault should not} 
have been allowed to board the car as 
they were obviously intoxicated wher a 
they did so. The court, however, | 
quoted Glennen y. Boston Elevated | 


to have a sufficient number of mat | : 


Le 


cases to show that a common carri 
does not insure its passengers immu 
nity from harm; it must conduct its || 
business in a manner adapted to the || 
needs of contemporary society, as re-} 
gards expense, convenience, comfort and|| 
saaiaity, and cannot be held respon-| ir 
sible for lawlessness which a high de-} 
gree of prevision could not reasonably 
be expected to forestall. [Topping vs. | 
Eastern Massachusetts St. Ry., 
N.E. Rep., 882.] 


VERMONT—Unprofitable Operation Does 
Not Absolve Corporation from | 


Railway, 93 N.E. Rep., 700, and ee | 


| 


Ae 


e 
: 
f 
' 


i 
i 


i 


Charter Obligations. i . 
Where a consolidated railway, light | 


and power company was obligated un- 


der a charter to keep its track area in | 
good condition, the fact that the rail- || 


way department of the company is op- 


erating at a loss does not absolve it | 


from fulfilling its charter obligations. |” 
(Town of West Rutland vs. Rutland || 


R. L. & P. Co., 129 Atlantic Rep., 303.) 
WIsconsiIn—Agreement Between Elec- | 


tric Company and Land Owner | 
Not to Locate Power Line over His i| 


Land Held Valid. 


As originally surveyed, the power | 


lines of an electric railway and light — 


company passed across the property of | 


a land owner who protested so vig- 


orously that the survey was changed | 


and property taken from another land — 
owner, who brought suit. The court — 


held that the company was within its | 
Tf) 


rights in changing the location. 
done for the purpose of favoring one 


land owner against another, it might | 
not be valid, but in this case, the com- | 


pany might have expected that the liti- 
gation and delay from the first land 
owner would be greater than from the 
second, and expedition in the location — 
and construction of the line was for 
the public interest. [Blair et al. vs. — 
Milwaukee El., Ry. & L. Co., 203 N. W. 
Rep., 912.] 
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| Personal Items 


lessrs. Pinkley and Mullett 


| iitraukee Officials Recently Advanced 
| to Managerial Posts Are 
| Both Engineers 


R. H. Pinkley, promoted to succeed 
|, A. Mullett as assistant general man- 
‘ver of the Milwaukee Electric Railway 
Light Company, Milwaukee, Wis., 
as graduated from the engineering 
»partment of the University of Mis- 
‘yuri. After leaving school he entered 
¢ je employ of the North American 
ompany’s subsidiary properties at St. 
ouis in 1902, where he remained until 
07, serving in the operating and con- 
» jruetion departments. In that year 
) .e@ was transferred from St. Louis to 
. re North American Company’s Mil- 
_‘aukee Electric Railway & Light Com- 
_an’y subsidiary properties, with which 
‘e has been connected for the past 
ighteen years. During the past thir- 
_#en years he has occupied the post 
. £ engineer of ways and structures in 
harge of maintenance and extension 
_£ the company’s city and interurban 
_ailways and all of its buildings. For 
ve years of his connection with the 
ompany Mr. Pinkley was in charge of 
he drafting department. As assistant 
_eneral manager Mr. Pinkley will 
_ ssume, in addition to his present 
'uties, the general supervision of the 
ompany’s transportation department, 
_ mhich includes the electric railway and 
jus systems. 
| H. A. Mullett, who has resigned as 
‘ \ssistant general manager of the Mil- 
vaukee Electric Railway & Light Com- 
jany, Milwaukee, Wis., to enter the 
» \utomotive field with the Yellow Cab in- 


R. H. Pinkley 


| 

\ferests in Chicago, was placed in charge 
of the Milwaukee company’s newly 
created city and interurban bus division 
m 1919. Under his supervision this 
new division developed rapidly into a 
System recognized as a leader in the 
United States among railways oper- 
ating buses. The success which at- 
) tended his efforts in developing this 
vend of the company’s service quickly 
attracted attention and paved the way 


H. A. Mullett 


for new and bigger responsibilities at 
Chicago. 

Mr. Mullett was born in Louisville, 
Ky., on Dec. 11, 1880. His education 
was received in the public schools of 
Kansas City and at Rose Polytechnic 
Institute, from which he was graduated 
in 1904 with the degree of electrical 
engineer. In the same year he became 
associated with the Westinghouse Elec- 
tric & Manufacturing Company at Pitts- 
burg. He remained in the employ of 
that company until 1906, when he left 
to join the Milwaukee Electric Railway 
& Light Company as assistant to the 
superintendent of equipment. During 
the period from 1911 to 1918 he was pro- 
moted to superintendent of equipment. 
Since 1918 he has been assistant gen- 
eral manager of the company’s city, 
interurban and bus transportation de- 
partments. In 1919 his jurisdiction was 
extended to cover the company’s newly 
created city and interurban motor bus 
division. 

When the Milwauke Electric Railway 
& Light Company acquired control of 
the Milwaukee Northern Railway in 
1922 Mr. Mullett was made vice-presi- 
dent and general manager of that prop- 
erty in charge of operations. 


New England Operator Made 
Receiver in West 


D. P. Abercrombie, Jr., long con- 
nected with the Connecticut Valley 
Street Railway and the Northern 
Massachusetts Street Railway, Green- 
field, Mass., has been appointed one 
of the receivers of the Salt Lake & 
Utah Railroad, Salt Lake City, Utah, 
to represent E. H. Rollins & Sons, Bos- 
ton, through whom some of the financ- 
ing of the road was done. Mr. Aber- 
crombie is well known in the East. He 
was educated at Phillips-Exeter Acad- 
emy and at the Massachusetts Institute 
of Technology. From 1898 to 1901 he 
was engaged in engineering and con- 
tracting work. He next entered the 
electric railway field as clerk and 
treasurer of the Greenfield & Turners 


.sesqui headquarters 
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Falls Street Railway, Greenfield, Mass. 
He has been connected with the elec- 
tric railway industry continuously 
since that time. 


R. E. Dowdell Superintendent 
at Portsmouth 


Ralph E. Dowdell has been appointed 
to succeed his father, the late William 
E. Dowdell, as superintendent of the 
Portsmouth, N. H., division of the 
Boston & Maine Transportation Com- 
pany. Following the war Ralph Dowdell 
was foreman of the Portsmouth Elec- 
tric Railway, replaced by a bus service 
last May. 


E. L. Austin in Charge of 
Exposition’s Finances 


E. L. Austin, formerly auditor of the 
Philadelphia Rapid Transit Company, 
Philadelphia, Pa., has been appointed 
comptroller of the Sesquicentennial In- 
ternational Exposition, to be held in 
Philadelphia from June 1, 1926, until 
Dec. 1, in commemoration of the 150th 
anniversary of the signing of the 
Declaration of Independence. An ex- 
perience of 25 years as a financial 
executive in electric railway work and 
as head of his own concern doing cor- 
poration and industrial accounting is 
the story back of E. L. Austin. This 
official, who will have complete charge 
of the’ financial and business side of 
this mammoth celebration, was born in 
Maryland 44 years ago. His going to 
Philadelphia was simultaneous with 
his connection with the Philadelphia 
Rapid Transit Company, for which he 
Was successively general auditor and 
comptroller in charge of finance and 
accounting. 

This new job will comprise the ad- 
ministrative control and supervision of 
all the exposition’s money matters such 
as gate receipts and other details, in- 


E. L. Austin 


cluded among which is the $2,000,000 
campaign for public subscription just 
about launched. Mr. Austin said re- 
cently: 

“T intend putting the best I have in 
me into it and feel sure I can assemble 
a staff who will be equally enthusiastic.” 

He is now organizing his department, 
which will occupy offices in the present 
in the old City 
Hall at Fifth and Chestnut Streets. 
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K. C. Schluss, for 23 years an official 
of the Tacoma Railway & Power 
Company, Tacoma, Wash., and_ the 
Puget Sound Power & Light Company, 
Seattle, Wash., and for several years 
past superintendent of power and 
equipment for the southwestern district, 
including the Tacoma system, recently 
left Tacoma to become general super- 
intendent of the Western United Cor- 
poration, Chicago, operating electric 
railway and power properties. Mr. 
Schluss has been identified with the 
co-operative and foremen’s conference 
movements among employees. Before 
his departure he was the guest of honor 
at a farewell dinner given by the fore- 
men’s conference. 

Rufus G. Lathrop, the newly ap- 
pointed secretary of the Detroit Street 
Railway Commission, was educated for 
the law. Following graduation from 
the high schools of Detroit, in which 
city he was born, Mr. Lathrop entered 
the University of Michigan and was 
graduated with a degree of A.B. in 
1893. Two years later the law depart- 
ment conferred on him the degree of 
LL.B. In 1901 he entered the law offices 
of C. A. Angel in Detroit and shortly 
after engaged in practice for himself. 
The Wabash Railroad retained him as 
its attorney for ten years. Following 
that work Mr. Lathrop turned to other 
lines of endeavor, holding, among other 
positions, the post of secretary and 
treasurer of the Woodmere Cemetery 
Association. From 1923 to 1925 he acted 
as one of two general agents for the 
National Surety Company. His appoint- 
ment to the Detroit Street Railway 
Commission, effective June 7, was re- 
ferred to in the ELEcTRIC RAILWAY 
JOURNAL, issue of June 27, 1925, 
page 1034. 

George O. Hutzell, secretary of the 
Indianapolis Republican city committee, 
has been appointed by the Indiana 
Public Service Commission to a newly 
created position as examiner in charge 
of the enforcement of the new Indiana 
law which places the operation of buses 
under supervision of the commission. 


J. W. McCloy has been placed in 
charge of the work of co-ordinating the 
operations of Stout’s Express Service, 
Skaneateles, with the trolley freight 
service of the Auburn & Syracuse 
Railroad between Syracuse and Skan- 
eateles, N. Y. This truck service was 
recently taken over by the Mid-State 
Coach Lines, a subsidiary of the rail- 
way. It is expected that the company 
will operate freight trucks between 
Syracuse and Oswego and that it will 
‘put passenger buses in service as well. 
Mr. McCloy has been in railway work 
for many years. He was connected 
with the Seattle Electric Company for 
a long while under A. L. Kempster and 
then served with the City of Seattle as 
supervisor of traffic. Later he was en- 
gaged by the Indiana, Columbus & 
Eastern Traction Company in the de- 
partment of public relations. About a 
year ago he transferred to the Auburn 
& Syracuse Railroad. 


C. M. Harrison has been appointed 
general superintendent of the railway 
department of the Northwestern Elec- 
tric Service Company, Erie, Pa. Mr. 
Harrison has had many years’ experi- 
ence in the reilway field. He served 
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as superintendent of the Jamestown, 
Chautauqua & Lake Erie Railroad, 
operating between Westfield and James- 
town, N. Y., from 1896 to 1906. Fol- 
lowing this he became superintendent 
of construction during the building of 
the Buffalo & Lake Erie Traction Com- 
pany line between Erie and Buffalo, 
and remained with this company in 
charge of maintenance of way and 
structure from its beginning until his 
recent affiliation with the Northwestern 
Electric Service Company. He will be 
succeeded in the local work by William 
Jefferson, now superintendent of over- 
head for the Buffalo & Erie. 


Careers of Washington Interur- 
ban Officials Reviewed 


James J. Doyle, recently elected pres- 
ident of the Washington, Baltimore & 
Annapolis Electric Railroad, with head- 
quarters in Baltimore, Md., has spent 
most of his life in the railroad busi- 
ness, starting when he was a boy. His 
first experience was gained with the 
Cleveland & Pittsburgh Railroad, a 
steam road. He went with that com- 
pany in 1888 as a scale boy. This road 
is now a part of the Pennsylvania sys- 
tem. Four years later, in 1892, Mr. 
Doyle went with the Connotton Valley 
Railroad, a narrow-gage line, which 
later became the Cleveland, Canton & 
Southern and is now the Wheeling & 
Lake Erie. He was in the auditing de- 
partment of this company. 

Mr. Doyle was next connected with 
the construction of the Cleveland & 
Eastern Traction Company’s line. He 
went with that company in 1897 and 
remained there for ten years. In 1907 
he entered the service of the Washing- 
ton, Baltimore & Annapolis Electric 
Railroad as superintendent of track and 
overhead. The following year he was 
made general superintendent and in 
1911 became the general manager. He 
occupied the post of general manager 
until recently, when he was elected 
president of the company. 

Mr. Doyle also is vice-president and 
general manager of the Annapolis & 
Chesapeake Bay Power Company, An- 
napolis, a subsidiary of the Washing- 
ton, Baltimore & Annapolis, and a di- 
rector of the United Gas & Electric 
Corporation. 

Harry T. Connolly, who was made 
general manager of the Washington, 
Baltimore & Annapolis recently, has 
been identified with the company since 
1907. Before that time he was in the 
electrical field, being with the old 
Maryland Steel Company, at Sparrows 
Point, Md., which is now the Bethle- 
hem Steel Company. Mr. Connolly was 
born and reared in Baltimore, but now 
makes his home in Annapolis, Md. 

When he started with the Washing- 
ton, Baltimore & Annapolis in 1907 
Mr. Connolly was an operator in the 
substation department. In 1910 he was 
made foreman of substations. In 1913, 
when the company acquired the old 
Annapolis Gas & Electric Light Com- 
pany, now the Annapolis and Chesa- 
peake Bay Power Company, a _ sub- 
sidiary of the Washington, Baltimore & 
Annapolis Electric Railroad, Mr. Con- 
nolly was made superintendent of 
power. He served in this capacity for 
ten years and in 1922 was made man- 


‘in the U. S. Navy for several yea 
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ager of utilities. He remained in t 
position until May 1 of this year, wi 
he was appointed assistant gene 
manager of the railway. This prom 
tion was followed on June 16 of 
year by his election to the post of g 
eral manager of the W., B. & A. 
Connolly also is assistant general man-! 
ager of the Annapolis & Chesapeak 
Bay Fower Company. 

Ed Kennedy, who has been in active | 
control of the promotion of the Ho 
ton, Beaumont & Orange Interustil 
Railway’s 110-mile interurban, which 
is to be constructed from Houston, T 
to Beaumont, has relinquished the 
tive management of the company 
been named general purchasing agi 

W. J. Daugherty, formerly with 
St. Louis, Brownsville & Mexico R 
way, was recently elected president 
director of the Houston, ian 
Orange Interurban Railway, which | 
to be constructed from Houston 
Beaumont. Myr. Daugherty a 
B. E. Norvell, former president. 

Pa eno) 
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John S. Speer 


John S. Speer, head of the spear | 
Carbon Company, St. Marys, Pa., and. 
the oldest active carbon manufacturer |. 
in the United States, died suddenly a] 
few days ago while engaged with other 
members of the St. Marys Countr 
Club in a tournament match. Althou 
Mr. Speer had always been active in t 
affairs of the Speer Carbon Compania’ 
for a number of months past he 1 
depended upon younger men. There 
will be no change in the policy of the 
affairs of the company. For the pre 
ent at least the vacancy caused by his | 
death will probably not be filled by t 
directors. 

Mr. Speer was born at Harmaryill 
Pa., on Jan. 4, 1859. At the age of 1 
he entered the drug business at Sharps- | | : 
burg, Pa., and from that city he went ||) 
to Colorado and followed his profes- || - 
sion as a: druggist in Pueblo and Den- || 
ver. He next went to Fargo, N. D., but 
returned to Sharpsburg and then went 
to Sandusky, Ohio. At Sandusky he }) 
became affiliated with the. Partridge | 
Carbon Company. In 1898 he interes | 
local capitalists at St. Marys in “| 
carbon industry, and at that time omg | 
ganized the company which bears hi 
name. He was immediately elect 
president and general manager of the 
company and continued in these capaci- | 
ties up to the time of his death. | 


ee 


h 


Carl A. Methfessel, manager of a 
of the Eastern district for the Duff 
Manufacturing Company, New Yor | 
died of heart trouble on July 22 at hi: 
home in Ridgefield Park, N. J. M 
Methfessel was 48 years of age. He || 
had been associated. with the Du 
Manufacturing Company for fifteen | 
years. He was formerly connec 
with the Delaware, Lackawanna 
Western Railroad. Mr. Methfessel 


He was a veteran of the Spanish-Ameri 
can War and was with Admiral Dewe 
on the battleship Olympia in the batt 
of Manila Bay. 
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Manufactures Anal the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


“rice Tendexcy Azain Downwar.i 


| Prices of electric railway material are, 
a the whole, fairly stable. Certainly 
/; most items there has been no upward 
jendency recently. Quotations of one 
arge manufacturer covering the items 
|f line material, air brakes, railway 
hotors and car equipment, locomotives, 
ailway switchboards, transformers, 
onverters, turbines and railway motor- 
‘enerating sets show a present average 
ff 212 compared with 100 as of 1914, 
vith a peak of 254 reached in October, 
920. 

Another manufacturer reporting prices 
jn somewhat similar articles shows 
in average of 176.85. Motors and 
lar equipment are reported respectively 
it 222 and 182. Overhead line material 
s reported by another manufacturer at 
252, compared with 100 in 1914. Cop- 
yer rail bonds are likewise reported at 
1 figure of 144, compared with 100 in 
i914. Trolley catchers are reported at 
214, compared with 100 in 1914, and 
‘are registers at 222, oo with 
00 in 1914, 

The per cent of increase on material 
‘or cars and trucks is reported by one 
f the large builders at 99.71. At the 
ame time this manufacturer reports 
he per cent of increase on materials 
nd labor for cars and trucks at 127.05. 
fournal boxes are up 50 percent. Bolts 
ind nuts are up 170 per cent. Brake 
hoes are up 50 per cent. There has 
een no change in headlinings. 

On the whole, figures in detail as 
ompiled by the American Electric 
tailway Association for inclusion in 
3ulletin No. 33, prepared by it with- 
ut comment, would seem to indicate 
hat there is little likelihood of a fur- 
her general advance unless there is a 
hange in industrial conditions not 
ipparent now. On the whole, the price 
endency appears, if anything, to be 
lownward. 


Barron Collier Buys 
Artemas Ward, Inc. 


_Artemas Ward, Inc., has been pur- 
hased by Barron Collier, president of 
sarron G. Collier, Inc., and the Street 
tailways Advertising Company, New 
fork. The announcement followed 
lose upon the statement that the Inter- 
rough Rapid Transit Company, New 
fork. had awarded Mr. Collier the ad- 
ertising and vending lease. 

The contract has been approved by 
he New York Transit Commission and 
ecomes effective on Noy. 1, 1925. This 
ivilege had been held by Artemas 
Nard, Inc., and its predecessor, Ward 
~ Gow, since 1899. It was in the latter 
rear that the firm of Ward & Gow was 
stablished by the late Artemas Ward. 
The firm in addition took over the 
oster and car card advertising of the 
Yew York Subway when the first under- 
rround line was opened in 1904. 


_ 


ane name of the business was 
changed in i922 to Artemas Ward, Inc., 
directed by Mr. Ward until his death 
last March. He willed his business to 
Harvard University and, representing 


Harvard, the trustees of the estate 
iave just sold the business to Mr. 
Collier. 


The business will be continued under 
the name of Artemas Ward, Inc. The 
present officers will be maintained to 
handle the Interborough advertising. 
Mr. Collier’s purchase includes the 
Listerated Gum Corporation and sub- 
sidiary companies. W. Burgess Nes- 
bitt and Louis Cohn, both of whom were 
long associated with Mr. Ward, will re- 
main with Artemas Ward, Inc. 


A. P. Jenks Vice-President New 
Cummings Company 


A. P. Jenks has resigned from the 
Chicago office of the General Electric 
Company to become vice-president of 
the Cummings Car & Coach Company, 
successor to the McGuire-Cummings 
Manufacturing Company. He will have 
direct charge of the sales extension 
program of the new company. 

Mr. Jenks is an enthusiastic advocate 
of improved rolling stock equipment 
and at the same time is convinced that 
the bus will play an important part in 
co-ordinated city transportation. He 
believes that the car builder has an ex- 
cellent opportunity to apply car build- 
ing experience to the development of 
buses suited to the severe requirements 
of common earrier service. Mr. Jenks 
has been in close contact with the de- 
velopment of gas-electric drive for 
vehicles in this country from the time 
the G. E. design was brought out for 
steam railroad branch line cars, and has 
followed the subsequent application of 
this construction to buses. Due to his 
long experience in the transportation 
field and his familiarity with the prob- 
lems connected with the application of 
equipment -to transportation service, 
Mr. Jenks is well fitted to direct 
the expansion program of the new Cum- 
mings Car & Coach Company. 

Mr. Jenks was graduated from Le- 
high University in electrical engineer- 
ing. After leaving college he entered 
the testing department of the General 
Electric Company at Schenectady, and 
after that spent several years in the 
railway engineering department. He 
has been connected with the railway 
department of the General Electric 
Company for 25 years. For fifteen 
years he has been in the Chicago office, 
where he was originally assistant to 
H. L. Monroe, who was then manager 
of the railway department. During this 
time he has formed a wide acquaintance, 
particularly among electric railway 
men in the central territory and other 
parts of the country. 
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Some Typical Mack Orders 
by the Railways 


Business by the International Motor 
Company in Mack buses continues un- 
abated. Percentage increases were 
given recently in the ELEectric RaAIL- 
WAY JOURNAL. More specific informa- 
tion now at hand shows that among the 
electric railways the Wyoming Valley 
Auto-Bus Company, a subsidiary of the 
Wilkes-Barre Railway, has increased its 
bus service by a new route between 
Wilkes-Barre and Ashley and Kingston 
and West Pittson and that four Mack 
city type buses of 25-passenger capac- 
ily were purchased for duty on these 
route.; that bus service by the New- 
burgh Public Service Corporation be- 
tween Newburgh and Walden, N. Y., 
has been increased by the addition of 
a Mack; that the Boston Elevated Rail- 
way, has added seven more 29-pas- 
senger city type Mack buses to its 
large fieet, making a total of 48 buses 
of this type and 67 other makes; that 
the Nashua Street Railway, Nashua, 
N. H., has purchased its first bus, a 
29-passenger city type Mack, for use in 
-onjunction with its trolley line, and 
that the Boston & Worcester Street 
Ra‘lway, Framingham, Mass., operat- 
ing between Framingham, Framingham 
Centre and Saxonville, a distance of 6 
miles, has purchased five 29-passenger 
city type Mack buses for service over 
the old rail route. 

This does not exhaust the list of re- 
cent orders in the railway field. It is 
merely typical of those that have been 
coming in and furnishes a criterion to 
the different types of service to which 
the Mack is being put. No account is 
taken here of the orders for Mack buses 
placed by operators other than the 
railways. 


Wood Preservers Use Omaha 
Experience as Text 


In the face of the evidence presented 
in the paper by R. H. Findley, super- 
intendent of the Omaha & Council 
Bluffs Street Railway, read before 
the Mid-West Electric Railway Asso- 
ciation, the American Wood Preservers 
Association says in Wood Preserving 
News, published by its service bureau, 
that it would be interesting to note 
what justification is offered for the use 
of untreated ties in electric railway 
tracks. The association is unwilling to 
believe that electric railway executives 


Metal, Coal and Material Prices 


Metals—New York July 28, 1925 


Copper, electrolytic, cents per lb......... 14.375 
Copper wire base, cents per lb........... 16.0 
Lead, cents per lb 8 
Zinc;eents: per Ibacxeewale. ee ees 7 he 
Tin, Straits; cents perlby . cre). cud eae men 58.50 


Bituminous Coal f.o.b. Mines 


Smokeless mine run, f.o.b. vessel, Hampton 
Roads) (2Ossitonst-k \.; ails siaiadscitivisls.a0 $4. 
Somerset mine run, Boston, net tons.. 1 
Pittsburgh mine run, Pittsburgh, net tons. iy 
Franklin, Ill., screenings, Chicago, net tons 2.00 
Central, Ill., screenings, Chicago, net tons ite 
Kansas screenings, Kansas City, net tons.. 2 


Materials 
Rubber-covered wire, N. Y., No. 14, per 

ROOD EGS ay Parone syria ts Shy Wa esis $6.75 
Weatherproof wire base, N.Y., cents per lb. 18.50 
Cement, Chicago net prices, without bags. 2.40 
Linseed oil (5-bbl. lots), N.Y., per gal..... $1.00 
tier a in oil (100-lb. keg), N.Y., cents. a 

RN TAIL e EN eHe ast tetas enlace xikt panes: ate 0.1 

Turpenahe (bbl. lots), N. Y., per gal.. 0.97 
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are in the habit of purchasing equip- 
ment solely on the basis of first cost; 
-this policy has long been revealed as a 
form of extravagance rather than econ- 
omy. Such purchasing is inevitably 
reflected in maintenance and replace- 
ment costs that emphasize the waste- 
fulness of this policy. The association 
says it prefers to believe that the offi- 
cials’ unfamiliarity with the possibil- 
ities of treated timber explains the 
electric lines’ failure to make more gen- 
eral use of it. 

The association says that a repetition 
of the costly experience of the steam 
railroads by the electric railways, is 
economically unsound, particularly in a 
period when every effort is being bent 
toward the achievement of economy in 
operation and of conservation in na- 
tional timber resources. 


Orders for Material Being Placed 
by Texas Road 


Promoters of the new interurban 
electric railway between Houston and 
Goose Creek, Tex., of which mention 
was made in the ELEcTRIC RAILWAY 
JOURNAL, issue of July 4, page 40, are 
fast perfecting plans for carrying 
through the construction of this 27- 
mile line, to be known as the Houston- 
North Shore Railway. There will be 
approximately 40 miles of track. 
Trains are expected to be run on hourly 
schedule. Freight as well as passenger 
service will be afforded by the road 
through the rapidly developing section 
along the north side of the Houston 
Ship Canal. The Houston-North Shore 
Railway, it is understood, will soon 
place orders for electrical material, 
cars and locomotives. Orders have 


already been placed with the American | 


Creosote Works, New Orleans, La., for 
all of the piling and poles and for the 
timber material for the bridges. This 
order alone amounts to more than 500 
carloads. Harry K. Johnston is engi- 
neer in charge of construction. 


Some Recent Fageol Deliveries 
to Railways 


Shipments made by the Fageol Com- 
pany from Kent, Ohio, and Oakland, 
Cal., to electric railways between July 1 
and July 15 included coaches for the 
Central Transportation Company, Tren- 
ton, N. J.; Mississippi Power Company, 
Gulfport, Miss; New Haven Shore Line 
Railway, Guilford, Conn.; Eastern 
Massachusetts Street Railway, Boston, 
Mass.; Alexandria & Suburban Vehicle 
Company, Washington, D. C., and the 
Third Avenue Railway, New York. 


Rolling Stock 


Altoona & Logan Valley Electric 
Railway, Altoona, Pa., has announced 
specifications on thirteen double-truck 
cars which are to take the place of the 
ten double-truck and six single-truck 
cars referred to in the ELECTRIC. RAIL- 
WAY JOURNAL, issue of April 25, 1925, 
page 682. The details of the thirteen 
double-truck cars follow: 


Date order was placed 
Date of delivery 


ELECTRIC RAILWAY JOURNAL 


Builder, of car body........ Osgood-Bradley 
Tyre of car 


; Double-end, double-truck, safety 
SOati Mee Capac tvameis «pase o.ayctauer wisi n woke gsedeials 44 
Total Wels tae wee is, « Giles: <istecs + ogucs 33,000 Ib. 
Bolster? Cehitersiner. « .i<-)+ +. 21 ft. 4% ft. 
DONS ti Overby sere s ss «20.0%, ae 41 ft. 10 in. 
MTech WiTCCUDASC renee evo!) ofe'e is) =e 5 ft. 6 in. 
WACH VOMCt et se wie) ec i's a laie 9) 8 ft. 4% in. 
. Height, rail to trolley base ..11 ft. 1% in. 
BOGS. ier eee tOte Sieh es cose cnece) diatoms op sieat Steel 
Heal clam ii saiiaeregeinre ersieieie ot sve ep s+ ers Agasote 
ROOD peaeremeieietetniets ib incie «Siete. spers ie aiure nts Arch 
Air brakes ....Westinghouse Electric & 


Manufacturing Company 


ATMGLUPE WAVES. Lice wise sveceis @ seas = Bronze 
ARTOS > i Merete s cite wists = Pollak heat-treated 
HSHUADON LEAS Y An Cire ics 7 CucKC ER ONO ORO OTE Channel 
Car ‘signal system. ......... ..8.- 56 Faraday 
COompressorsmcceiss + Westinghouse 16 cu.ft. 
Control® sees as K-35 with ratchet attach- 

ment and line switch 
COUPTS Ape eee etna ene sie ta.leavielleite, ol lornie, eyallets Pin 
Curtain SUE sees tenets ie) s'0) «a je\.ors slater ic! Crown 
Curtain “material 2... 5... ee ees Pantasote 


Destination signs 
Door-operating mechanism 
National Pneumatic Company 


Freres eiemrmemee a eit te vale ore ov atiatensnabalord Root 
Gears and pinions...........«. Tool Steel 
Hand. brake@sie tac. a). «5. Peacock Staffless 
Heater equipment............ Consolidated 
Hea dhohtserenyictere wisn.» O-B Golden Ray 
JOULNAT SDORKESi ees low oe oe ewer re Symington 


Lightning arresters ........ Aluminum cell 


Motors ....Westinghouse No. 510-A, \inside 
hung 

S GROPISLSLS pape tetornreteteneay tele |e 682d ap JeE a iona toss Ohmer 
Safety devices ... Westinghouse 
SEW OOTY ce Sicto Gc RCL OR gO Ohio Brass 
Sash fixtures O. M. Edwards 
PLEAS eC mace Heywood Brothers & Wakéfild 
Seating Smisver ial Ske vine oe eee es Leather 
Slack ‘adjuster ............+. . -Turnbuckle 
Step F CLOAGS Me eaierbeiel aie, cs tooo eps fw) we ehete Kass 
EY OULEN i CALCHOUS Mraoiatete is c/s: + 9/60 '6 eis siaisiere Earll 


"PrOMMe YM DAS@G rea eittletarsie swe sles Ohio Brass 


Trucks eines Osgood-Bradley OBC, No. 

45-66-FE 
Ventilators iggerpiearicatss a. Garland C-1, Jr. 
Wheel sinister neler s Pressed steel, 26 in. 


Franchises 


Fort Lauderdale, Fla.—A formal ap- 
plication for a 30-year rapid transit 
franchise for an electric railway and 
bus system was presented to the city 
and county recently by J. Wellington 
Roe, Moe Katz and Louis F. Maire. It 
was voted by the Council to refer the 
application to the incoming city com- 
mission with recommendation that 
favorable action be taken on it. 

Houston, Beaumont & Orange Inter- 
urban Railway, Houston, Tex., will be 
constructed by W. H. Nichols & Com- 
pany, Inc., of Dallas; following the re- 
cent approval of a contract to that firm 
by the directors of the company. The 
contract is for furnishing all materials 
and labor at cost plus 124 per cent. 
The construction of this line from 
Houston to Beaumont was referred to 
in the ELECTRIC RAILWAY JOURNAL, 
issue of Feb. 7, 1925, page 244. 


Track and Line 


Central California Traction Company, 
San Francisco, Cal., has filed with the 
Railroad Commission an application for 
permission to reconstruct a single line 
of track upon Stockton Boulevard in 
the city of Sacramento. The applica- 
tion is the result of paving work or- 
dered by the city of Sacramento. 

Northern Ohio Traction & Light 
Company, Akron, Ohio, has _ been 
granted permission to relocate its tracks 
between Bedford and Cleveland. It is 
hoped the relocating of the tracks will 
shorten the run to Cleveland, give a 
straight route and bring relief from 
paving’ assessments. 


‘Conn., has awarded to the T. J. Pardy 


é 
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Scranton Railway, Scranton, Pa., wi 
put in new tracks and lay asphalt mac- 
adam between its tracks on Washbu 
Street and will also pave with brick: 
macadam for 1 ft. on each side of the 
tracks. This work the company agreed 
to do as its share toward the re 
toration of Washburn Street, We 
Scranton. 

Los Angeles Railway, Los Angele 
Cal., will lower the rail ‘at the inte 
sections of Santa Barbara and Arlin: 
ton and Santa Barbara and Thi 
Avenue. Track at Santa Barbara a 
Dalton Avenue’ has been under repair — 
for several days. The special work is — 
being reconstructed and a new stand- 
ard switch is replacing the old switch 
tongue. j 
————————— 


Power Houses, Shops and 
Buildings 


Richmond Light & Railroad Company, y 
Staten Island, N. Y., has just installed 
two new pieces of shop equipment—a 
Niles-Bement-Pond 42-in. boring mill 
and a 400 ton Caldwell wheel press. 


Connecticut Company, New Haven 


Construction Company, 1481 Seaview 
Avenue, Bridgeport, the contract for 
the erection of a 380-ft. x 120-ft. addi- 
tion to the express station on Congress | 
Street. , 


New Advertising Literature 


Internationa] Business Machines Cor- 
poration, New York, N. Y., has issued 
a large folder with a full-page spread 
showing every possible type of business 
machine. International time recorders, — 
electric time systems, time stamps, door ~ 
recorders, card-sorting machines, elec- | 
tric and hand key punches are all in- 
cluded. The pamphlet invites all to 
view the new sales building and ex-!— 
hibition rooms at 310 Fifth Avenue, 
where there is on display a full line of 
improved International business ma- 
chines, actually in operation, several of 
which are especially adopted for use in © 
the street railway and bus fields. y 

Ohio Brass Company, Mansfield, 
Ohio, has issued a pamphlet called “A 
Good Catcher—Proved by Age.” 

Condit Electrical Manufacturin 
Company, South Boston, Mass., ha 
issued a pamphlet illustrating several 
types of Condit apparatus, each repre- 
senting a different service application. 

International Steel Tie Company, | 
Cleveland, Ohio, has issued a folder ~ 
containing a short account from the 
ELECTRIC RAILWAY JOURNAL of April 
28, 1923, describing San Diego standard 
track construction. The company has 
also issued a reprint from the June, 
1925, issue of Electric Traction on steel 
tie and concrete track construction in 
Baltimore. 4 

New Jersey Foundry & Machine Com- 
pany, New York, N. Y., has issued 
illustrated catalog No. 106, describing 
a number of types of portable and sta- 
tionary elevators. 

Irving Iron Works, Long Island City, 
N. Y., has issued catalogue 4A-176, 
descriptive of all-steel open flooring and 
“Safsteps, too, for ladders and stairs.” 


‘ 


